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The Radio Sells Rides 
at Melbourne 


> LSEWHERE in this issue appears an abstract of a 
radio talk by W. O. Strangward, secretary of the 
Melbourne & Metropolitan Tramways Board, on the 
ticklish subject of “Tramway Finances and Fares.” 
One may suspect that the average radio listener is not 
keen on hearing statistics and why his fare had to be 
increased, but a reader of the article will realize that 
Mr. Strangward’s simple and pleasant handling of the 
subject must have brought the subject home effectively 
to his listeners. Some of the flavor has remained even 
in the abstract imposed by space limitations. 

This talk is only one in a series of twenty-minute 
lecturettes broadcast every fortnight by heads of the 
different departments. Thus the chairman has dis- 
cussed “The Constitution and Activities of the Board’; 
the chief engineer, “Building a Tram Line and Planning 
the Tramway Development of the Metropolis’; the 
manager, “How the Trams Are Run”; the rolling stock 
superintendent, “The Building and Maintenance of a 
Tramear,”’ and one of the staff officers, “A History of 
Melbourne’s Street Transportation.” 

It is quite obvious from the foregoing alone that the 
Melbourne tram-bus system is heartily in accord with 
the ‘‘tell-the-people” policy which our own W. H. 
Sawyer recently recommended to the government light 
and power officials. Furthermore, our Melbourne 
brethren have gone American trolley broadcasters a 
kangaroo’s jump further through weekly use of the 
radio for direct ride-selling suggestions. For ten min- 
utes every Friday night the radio fan receives sugges- 
tions on how to use the service for travel to this or 
that pleasure objective on Saturday and Sunday. The 
best proof that these “lecturettes” and shorter talks are 
appreciated is that the broadcasting station makes no 
charge for this valuable contact with the public. 


Bus Progress 
in Europe 


HILE the use of the bus as an integral part of 
the general transportation system has been 
_ progressing rapidly in this country, development in 
Europe has been somewhat less extensive. The total 
number of buses now in operation in Europe is not much 
more than 30,000, as compared with about 80,000 in the 
United States. 

In the United Kingdom the number is estimated to be 
approximately 18,000, of which some 5,500 are in Lon- 
don. The latest figures obtainable from official sources 
in France, appearing elsewhere in this issue, show a 
total of 4,500 buses in operation, of which 1,368 are in 
Paris. Throughout the rest of Europe the best avail- 
able figures indicate that there are not more than 10,000 


additional buses. 


London and Paris have more bus service than cities 


of corresponding size here. Outside of these two capi- 
tals, however, bus operation has not been developed on 
a scale comparable to that in the United States. Inter- 
urban service in Europe has lagged far behind its 
counterpart in this country. 

Compared to the situation in Europe, development 
has progressed with remarkable rapidity here. Today 
nearly all the large American cities are planning addi- 
tional bus service. Intercity service has been growing 
by leaps and bounds. The contrast illustrates once more 
how the riding habit has been developed in the United 
States and how greatly the transportation demands 
here exceed those of other countries. 


Latent Public Opinion 
Aroused at Newark, Ohio 


EWS of the shutting down of the Southern Ohio 

Public Service Company’s electric car and bus 
operation in Newark is published elsewhere in this 
issue. Reports of the causes of this action make a story 
of political chicanery startling in its stark disregard of 
the best interests of the riding public. As usual the man 
on the street was unaware or uninterested in the 
machinations of his representatives until they resulted 
in the loss of a valuable service. Only then did the 
public itself take cognizance of the plight of its trans- 
portation company. But, bad as the situation appears 
on its face, there is now a ray of hope in the attitude 
taken by the public, once the facts were brought home 
by a shut-down in service. 

The system at Newark is a part of the old Columbus, 
Newark & Zanesville Electric Railway that has twice 
passed through receivership and about a year or so ago 
emerged from a second reorganization. Zanesville, a 
part of the same system, has granted the new company 
a favorable franchise and is now receiving an excellent 
service with twenty new cars and several high-grade 
buses. Shortly after the Zanesville settlement Newark 
granted a similar franchise to the company for 25 
years. In accordance with the terms of this franchise 
the company asked the Council for a 10-cent cash, four 
for 25 cents fare, the same as has existed in Zanes- 
ville for many months. No action resulted, and an 
attempt by the company to institute this fare resulted 
in an injunction. But the city went further. It granted 
a city-wide franchise at a 5-cent fare to an independent 
bus line despite the terms of the railway franchise. In 
an attempt to provide service the company had pre- 
viously co-ordinated all bus operations with its own by 
buying up the almost worn-out competing buses and 
had acted in good faith in an attempt to provide an 
adequate service in Newark. 

So much for history. No sooner had operations 
ceased than an indignation meeting was held that 
vented its wrath against the Council and the new bus 
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company alike. A special meeting of the Council called 
for Tuesday night was not held; perhaps the indigna- 
tion meeting of 600 citizens was too ominous. 

At first blush, the Newark situation looked like 
another abandonment, and perhaps it may so result, 
as the company is justly firm in its decision. But 
despite the seeming apathy of the public during the 
negotiations, it now manifests an interest in the situa- 
tion that promises to bring quick and definite action. 
It is this aroused public opinion, grounded in a faith- 
ful performance of public service, that renews faith in 
the security of a public transportation service founded 
on public friendship. 


Balanced Consideration Important 
in Improving Cars 


NTEREST in the improvement of electric railway 

cars is growing apace in the industry. There is evi- 
dence on every hand that railway operators and car 
manufacturers are taking active steps to provide cars 
with features that will be attractive to passengers. 
There is a stimulated interest in paints and finishes, 
floor covering and seat materials. The industry is 
beginning to move definitely toward the objective of 
supplying its rides in a more attractive package. 

Now, however, that the industry has begun to make 
definite progress in improving its cars a word of caution 
may not be amiss. Here and there are indications that 
rapidly growing enthusiasm may soon result in over- 
stepping the bounds of practicability. Attractiveness of 
finish and fittings does not call for “doodads.” Street 
cars are mass transportation vehicles, and any features 
which are obviously unsuited to such service become 
incongruous. The limits of both good taste and reason- 
able maintenance cost may be easily exceeded. If this 
is permitted to occur the very object for which improve- 
ments are made will be defeated. 

As in the case of light-weight construction, one-man 
operation, use of buses and similar movements which 
have taken place in the industry there is a tendency 
in some instances to swing from one extreme of the 
pendulum to another. From slat seats to lace curtains 
offers a range within which there is a happy medium of 
desirable and practicable improvement. 

In such a movement as this there is also a tendency 
to grab a hobby and ride it hard. A particular color, 
a type of floor covering or, seat material is not a short 
cut to attractive cars. A given seat material may or 
may not be justified under certain operating conditions. 
But it is only when judged in combination with the 
general character of the rest of the interior that the 
final effect produced can be determined. On the exterior 
paint helps materially and it covers a multitude of 
sins. But the paint in itself will not entirely com- 
pensate for awkward lines and angles that result from 
inadequate consideration of the general effect produced. 
The exterior lines and appearance of cars may well be 
the subject for much more attention than this phase of 
design is receiving. 

All this may be summarized in the single word “bal- 
ance.” In the past there was a tendency to abandon 
considerations of merchandising attractiveness in the 
effort to achieve economy of maintenance. That policy 
has proved to be unwise. In the new movement looking 
to more attractive cars, however, consideration of main- 
tenance economy must not be entirely abandoned. 
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A Victory Without Laurels 
in California 


OVING horrors in California are something of an 

anomaly. With “movie” horrors the case is differ- | 
ent, but that is neither here nor there. One of the q 
California cities recently had what some were inclined 
to think was a moving horror. The case got into the 
courts, but the judge decided on the basis of the facts, 
and the facts alone. So the electric railway won the 
right over the city’s objections to use advertisements 
on the outside of its cars. The learned jurist admitted 
that the advertisements in question were not pleasing 
to the eye, but added that the esthetic was not a con- 
sideration in deciding what constituted the peace and 
safety of the citizens. Thus one sees the limitations of 
the law and likewise its impotence as a social force. 

But the need for things of beauty in car advertising 
is not indigenous to that state. Once a railway imbibes 
the psychology of picture advertising as regards the 
transportation business its esthetic sensibilities will be 
too keen to permit inharmonious insignia to screech 
their messages from the side panels of the cars. This 
increasing appreciation of the need of art in industry 
has been stressed before in ELECTRIC RAILWAY JOURNAL, 
notably in the issue of Aug. 22, 1925. It is being 
achieved in increasing measure in this industry. Art 
in industry is not unattainable. Only a few weeks ago 
the New York Times, in commenting on the advertising 
show at the fifth annual exhibition of the Art Center 
in New York, said that the exhibit displayed “increasing 
ability of artists, working in harmony with the demands 
of business, to produce pictures of intrinsic beauty and 
merit.” 

Considering the enormous sums of money being ex- 
pended yearly to perfect art in advertising and the 
resultant stimulating effect on the public, it should be 
construed as an arraignment for a judge to rule that 
the advertisements were more or less of an eyesore even 
if the safety of the patrons were not impaired. The 
slogan “it pays to advertise’ has long since been 
amended to “it pays to advertise well.” Witness the 
heights to which soap, soup and sermons have trans- 
ported us in recent years. In view of the court’s com- 
ment the California railway won a legal and technical 
victory only. Some day when a judge rules that ad- 
vertising on the outside of cars is permitted because 
it is a mental and moral stimulus the victory for the 
railway will be a glorious one. 


Soliciting Contributions 
with a Club 


HERE exists in the utility industries an insidious 
practice. 
manufacturers in the form of advertising in house or- 
gans, subscriptions to employees’ benefits, purchase of 
customer-ownership stock and similar forms of ‘‘volun- 
tary contributions” which are unwarranted impositions 
upon the seller’s relationship with the purchaser. 
Should a railway wish to encourage a benefit per- 
formance for its disabled employees, then immediately 
the equipment manufacturers who have enjoyed this 
company’s trade in the past, or who hope to share in it 
in the future, are “invited” to take a page in the pro- 
gram which is to be sold at the performance. Should 
the mutual aid association of some utility find that its — 
monthly bulletin is proving somewhat of a burden, there — 
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is always the opportunity graciously to allow a few 
manufacturers to express their friendship for the pur- 
chaser by taking space in the publication. Should a 
- utility decide to sell a block of stock to its customers 
to encourage community interest in the company’s wel- 
fare, again the manufacturers are canvassed to par- 
ticipate, although it could hardly be imagined that their 
‘friendliness toward the utility needed bolstering up. 

The practice has reached a point where some one 
ought to ask the utilities to consider these requests in 
their true light. They are not justifiable requests. In 
each particular instance the amount at stake is no very 
disconcerting sum. And often the cause is a worthy one. 
But the manufacturer must deal not with one case nor 
with ten, but with hundreds of such proposals every 
year. In one instance the annual outlay in these channels 
reached nearly 1 per cent of the gross income for the 
year or an amount which, if added to net profit, would 
increase the sum available for dividends by 6 per cent. 

There is no reasonable ground for levying tribute 
against the manufacturer under the guise of advertis- 
ing. This is simply an indirect way of soliciting con- 
tributions—with a club in the hand of the solicitor. 
Customer ownership of stock is an excellent plan for 
raising capital and building good will, but manufac- 
turers selling.to the utilities are not customers and they 
cannot afford to tie up their funds in such paper. Such 
transactions are based on the relationship between buyer 
and seller in a way that transcends the limits of modern 
business ethics. 


_ Traffic Congestion Relief 
Needs More Active Community Spirit 


CTIVITY by railway men in grappling with the 
growing seriousness of traffic congestion in Amer- 
ican communities is not only justified by their direct 
interest in the mitigation of this widespread evil but is 
to be commended as a public-spirited effort to apply 
their experience as transportation men to the service of 
their communities 

There is always danger, however, that their motives 
may be questioned. The very growth of traffic con- 
gestion to its present intensity is attributable in large 
part to the number and variety of interests responsible 
and affected. There has been a lack of any agency 
which on the one hand had the incentive to tackle 
this situation seriously, while at the same time having 
a broad enough community consciousness to knit to- 
gether the many diverse elements interested in some 
phase of the problem. 

It is becoming increasingly evident that the local 
common-carrier transportation companies have the 
broadest interest in the subject, and that where the 
approach is made in such a way as to eliminate any 
suspicion of selfishness, they can lead the way to effec- 
tive improvement. In Chicago notable relief has been 
accomplished through the efforts of the Chicago Surface 
Lines, working in conjunction with the Association of 
Commerce. 

Retail merchants are quickly alert to any move in the 
direction of traffic regulation. Real estate boards, auto- 
mobile and automobile supply dealers, and shippers are 
all directly interested, in addition to the general auto- 


mobile driving public, both as individuals and through’ 


automobile associations. In general, the attitude of 
most of these groups tends to become a defensive one 
whenever the subject of traffic regulation is approached. 


In most instances the interests of the community as a 
whole take a secondary position. 

Success on the part of local transportation men in 
taking the leadership looking toward congestion relief 
is dependent to a large extent on their own breadth of 
view and method of approach. Local chambers of com- 
merce furnish an excellent medium for contact with the 
other agencies affected. When this contact is made with 
a flexibility of mind that permits the other fellow’s 
position to be so thoroughly understood that his co- 
operation may be won in making unbiased studies to 
determine the facts of the situation and their effect 
on his own business, definite progress toward relief may 
be expected. 


Properly Designed One-Man Cars 
Earn Their Way to Popularity 


ODERN one-man cars continue to show real im- 

provements in operating conditions wherever they 
have been instituted with due regard to traffic re- 
quirements. An example of the case in point is found 
in the experience of three Fitkin properties which have 
recently taken definite steps to expand this form of 
operation. As recounted elsewhere in this issue, the 
Youngstown, Scranton and Altoona properties placed 
orders toward the end of last year for a number of 
light-weight one-man cars to be used in the various 
communities served. These cars have now been in oper- 
ation for several months and have elicited nothing but 
words of commendation from railway men and patrons 
alike. 

Of course the usual number of knockers were on hand 

to foretell dire happenings, such as retarded schedules, 
accidents and sundry evils.- But no satisfaction has 
been accorded them; their prophecies have succeeded in 
arousing nothing more serious than the badinage of 
local wits, and the cars themselves have justified their 
existence from the first in reduced operating costs and 
in improved public good will. Particularly noticeable 
has been the evident pride in the equipment taken by 
the men who have been selected as operators of the cars. 
They feel the greater responsibility which has been ac- 
corded to them and measure up to it with an appreciable 
improvement in personal efficiency. 
' Here is an important element in the successful intro- 
duction of one-man operation. New and attractive 
equipment designed specifically for operation by one 
man helps to “sell” the new idea to both public and 
employees through the obvious improvement which is 
made. Remodeled old equipment lacks this “selling’’ 
feature and much of the opposition to one-man opera- 
tion is attributable to attempts to utilize former old 
and heavy two-man cars. 

The success of the venture was not prejudiced by a 
lack of adequate publicity on the part of the railways. 
In Youngstown, where the one-man car was being tried 
for the first time, a thorough educational campaign was 
conducted prior to the inauguration of the service to 
banish any prejudices which might be held by patrons 
of the lines affected. This is the essential step which 
all railway managements should take in making a sim- 
ilar change-over from two-man operation. If a person 
knows all about a thing he is less likely to shy away 
from it when asked to accept it as an everyday factor 
in his life. So a stressing of the manifest advantages 
of one-man cars cannot but prove beneficial as a pre- 
liminary step. 
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New Bus Operations 
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Intercity Bus Operated by the Boston & Worcester Street Railway Passing the Historic Wayside Inn at Sudbury. The Highway Route 
Between Boston and Worcester Traverses Different Territory from that Served by the Electric Railway Line 


Recovering Revenue Through 
Bus Operation 


Boston & Worcester Street Railway Establishes Service 
on 44-Mile Route and Recovers a Daily Average of 500 
Through Passengers—No Co-ordination with Rail Service 


HROUGH bus service between Boston and 
Worcester was begun June 1 by the Boston 
& Worcester Street Railway. In some respects 
this adoption of service is unique. It is not supple- 
mentary to nor co-ordinated with the electric rail serv- 
ice, which has been and still is in operation by the same 
company. The route followed by the buses covers for 
the most part a distinctly separate territory, that 
adjoining the so-called “The Yellow One Trail,” known 
locally as the Weston Road, passing the historic Way- 
side Inn and thence leading through Marlboro, North- 
boro and Shrewsbury to Worcester. Thus the company 
operates a service for passenger travel quite inde- 
pendent of existing rights of way, and in so doing has 
extended its field of service. 
Secondly, this railway becomes the exclusive through 
passenger carrier between Boston and Worcester by 
means of buses. The ruling of the Massachusetts 


_ Department of Public Utilities has acknowledged to this 


company rights of priority in service and by such act 
has eliminated competition by independent bus oper- 
ators who for more than a year have contested for the 
growing passenger travel between these two cities. 


Establishment. of motor bus service by this company 
is of interest for another reason also. Whereas it has 
been a not uncommon practice to substitute buses for 
electric cars, with the subsequent abandonment of 
tracks, in this case the procedure has been different. 
It is the intention to continue rail service over the regu- 
lar line and to rehabilitate to an efficient standard both 
rolling stock and track. Justification for this plan is 
found in the growing revenue from an increasing elec- 
tric freight service, a not inconsiderable proportion of 
the total income now derived by this company, as told 
in ELECTRIC RAILWAY JOURNAL, Nov. 5, 1925. 

During the past year careful study was made of meth- 
ods for increasing revenue from passenger travel and 
decreasing the cost of operation. Experience gained in 
the operation of ten street car type buses on branch 
lines of this company, the Framingham-Marlboro- 
Hudson, Framingham-Saxonville and the Framingham- 
Framingham Center routes, on which electric cars were 
abandoned, has proved invaluable as a basis on which 
to consider motor bus service on other routes within 
the territoroy served. For the reconstruction of 12 
miles of branch line track and efficient rolling stock 
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more than $100,000 was estimated as a first and imme- 
diate cost; against this figure was set an outlay of 
$70,000 for new buses to operate along thoroughfares 
adjoining the track lines. The decision in favor of bus 
operation on these branches has been fully justified. 
The problem of through bus service on the main line, 
on the other hand, involved a number of different prob- 
lems. The route for a considerable portion is double 
track and on the western, or Worcester, end is on a 
private right-of-way. The highway adjoining the main- 
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Rate Cards and Timetables Distributed by Railway 


line track throughout the eastern end is not, at the 
present time, the popular route from Boston to Worces- 
ter, nor is the condition of the road surface such that 
heavy bus traffic can be maintained as satisfactorily 
so far as time and safety are concerned as is the case 
on the well-known and widely used ‘route through 
Weston and Sudbury. Thus there was practically only 
one motor bus route available between the two cities, 
and on this, though outside its immediate territory, the 
Boston & Worcester Street Railway has been granted 
licenses by the municipalities served and a certificate 
for operation by the Massachusetts Board of Public 
Utilities. 

These permits are issued to the Weston Transporta- 
tion Company, a subsidiary company acting as holding 
company and from which the Boston & Worcester Street 
Railway leases equipment for the purpose of carrying 
passengers over the route. Such a procedure became 
necessary in order that the new routes might be estab- 
lished and also because this direct through line could 
be more advantageously managed as an independent 
unit. 

Under agreement, seven de luxe type Mack buses, 


each of 25-passenger capacity, are leased to the Boston 
& Worcester Street Railway at the rate of 30 cents” 
per vehicle-mile, of which 5 cents 
depreciation of equipment. 
company responsible for providing adequate equipment | 
but it also assumes the responsibility of furnishing | 
well-trained, reliable drivers. Fourteen have been 
selected for this service. Costs of operation and repair : 
are carefully checked at the offices of the Boston & © 
Worcester Street Railway. 

Inspection of motor buses is made at the expiration 
of each daily run. On arriving at the garage the driver 
reports his speedometer reading, and after recording 
the gasoline pump reading he fills his supply tank and 
records again the final pump reading. Calculations 
of gasoline consumption and mileage are later carried 
out by the office force. The bus is then inspected by 
the garage attendant and entries made on daily record 
cards for air pressure in each tire, hydrometer readings 
of each battery, amount of lubricating engine oil re- 
placed and pounds of grease required for replenishment 
of cups and containers. 

At the expiration of each 5, 000-mile run a thorough 
overhauling of each bus is made and a complete record 
kept of the condition of the motor vehicle. This prac- 
tice insures an accurate accounting for the condition 
of the buses in operation. Tire records are maintained 
for individual tires and a form is used separately for 
each brand. Whenever special repairs are required a 
record is kept of both kinds of work and the cost. 
These are entered on a card, of which there is one 
kept separately for each vehicle. 

The company has commenced a survey of a number 
of factors affecting cost of operation of vehicles em- 
ployed on the regular Boston-Worcester run. Outstand- 
ing as a condition affecting economy is the matter of 
proper lubrication, both amount and quality. To this 
end experiments are in process and these require engine 
oil tests in regular routine travel. Five gallons of a 
specified oil are placed in a clean engine; after a day’s 
run under definite mileage this oil is drained and tested 
for solids, viscosity and flash. Using again the same 
engine cleaned, and under similar conditions of traffic 
and mileage, other oils are subjected to tests. It is 
expected after these tests have been carried on for a 
reasonable time that data will be obtained that can be 
used to arrive at a decision as to the most suitable 
engine oil under actual conditions of operation. Sim- 
ilarly tire wear is being studied. The fact that much 
of the highway on this route is concrete with little 
crown and that curves are frequent and at places quite 
sharp warrants close attention to these items of Coty 
keeping. 


AVERAGE DAILY REVENUE INCREASED $750 


At the end of the first month of operation the record 
of passenger traffic showed some interesting informa- 
tion. The average number of daily passenger rides for 
the month was 500; the peak load carried on holidays 
and Sundays reached more than 1,200. These figures 
multiplied by the trip rate, which is $1.50 between 
Boston and Worcester, give an indication of an encour- 
aging recovery of revenue. Conversely, they also show 
to what extent independent operators might well © 
infringe on the returns of the company if such competi- 
tion were allowed to continue unrestrained. 

Under agreement with the Boston Elevated Railway, 


is charged to § 
Not only is the holding § 
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the Middlesex & Boston Street Railway and the Worces- 
ter Consolidated Street Railway the buses operated by 
the Boston & Worcester Street Railway do not accept 
passengers within zones of these former companies for 
local stops. On the other hand, through passengers are 


‘accepted, with fares so arranged as to avoid encroach- 


down, wait for the convenience of the public. 


- agement. 


ment on territorial rights of local operating companies. 
. Rate cards and time-tables are distributed by 
the Boston & Worcester Street Railway to acquaint its 
passengers with schedules and fares. A _ terminal 
has been established at Park Square, Boston. Here 
passengers can secure hourly service to Worcester on 
a scheduled time of 24 hours. In order to accommo- 
date theatergoers who desire to attend Boston theaters 
special late buses, held until some time after the 
starter has received announcement by phone from the 
principal theaters that the last curtain has been rung 
This 
feature of accommodation alone has added much to the 
popularization of motor bus travel over the route 
recently opened for operation by this company. 


New Cars Make Money on 
Fitkin Properties 


Purchase of Modern Equipment for Altoona, Scranton 
and Youngstown Popularizes the Introduction of 
One-Man Operation—Passengers and Em- 
ployees Welcome Improved Facilities 


URTHER proof as to the efficacy of light-weight 

cars in reducing operating costs has been obtained 
by the results on three railways under Fitkin man- 
In November and December of last year the 
Youngstown & Suburban Railway, the Scranton Rail- 
way and the Altoona & Logan Valley Electric Railway 
received a number of new cars, designed for one-man 
or two-man operation and built by the Osgood-Bradley 
Car Company. These cars were identical in construc- 


tion for the three railways, but have been subjected to 


somewhat dissimilar operating conditions. 
In Scranton, Pa., prior to the receipt of the ten new 


-with the two-man cars. 


cars obtained under this order, one-man operation had 
never been attempted. With the new equipment it was 
introduced. Now, in addition, the company has 29 
P-A-Y-E cars which have been remodeled for one-man 
operation. The ten new units replace old-style cars with 
longitudinal seats and of much heavier construction. 

One-man operation had previously been adopted by 
the Altoona and Youngstown companies, but a number 
of refinements of design and operation were effected 
with the Osgood-Bradley cars. The thirteen new cars 
ordered for Altoona replaced a number of old and obso- 
lete single-truck wooden cars and two heavy double- 
truck units of wood construction. Favorable comments 
have been received from patrons of the line with regard 
to the improved riding comfort and appearance of the 
light-weight cars. 

The cars for the Youngstown & Suburban Railway 
now run between Youngstown and Leetonia, a distance 
of 193 miles. It was not thought advisable to place 
them in interurban operation during the height of the 
holiday rush and they were accordingly limbered up in 
local service, where light-weight one-man cars had been 
in operation for a number of years. The older inter- 
urban units, which were replaced, were unsatisfactory 
for a change-over to one-man operation. The new cars 
in Scranton and Altoona are used principally for local 
service and are giving excellent performances as well 
as meeting with considerable popularity. 

Considerable interest centers on the interurban oper- 
ation of the new cars by the Youngstown company. 
Schedules, ordinarily presumed to be slowed up by one- 
man operation, have been maintained even better than 
The company states that the 
one-man operators are thoroughly sold on the new type 
of operation and would be loath to return to the two- 
man system. While the cars have not been in service 
long enough to make possible a definite statement as to 
the reductions which will be effected in maintenance 
of equipment, the company believes that 1 cent per 
mile is a conservative estimate of the savings which 
will be possible. The scheduled speed of the new units 
is the same as that of the old, while a reduction in 
energy consumption from 3.1 kw.-hr. to 2.1 kw.-hr. per 


Exterior View of One of the Youngstown Cars, 


This Car Is Exactly Similar to Those in Use in Scranton and Altoona 
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car-mile has been made. Total platform wages have 
been reduced from $1.10 per hour to 60 cents per hour. 
This allows for an increase of 5 cents per hour for one- 
man operators. 

Considerable thought and study were necessary in 
determining the method of fare collection to be used 
with one-man interurban operation. It was desired to 
adopt a system which could be readily checked and still 
would not be a burden on either passengers or oper- 
ators. The Macdonald ticket box for cash fare receipts 
was chosen to care for passengers paying cash. It was 
further determined to encourage the use of tickets and 
commutation rates by the daily rider, and ten-ride 


Attention 
Patrons! 


Soon after January 1, 1926, new cars will be placed in 
service between Youngstown and Leetonia. These cars 
are of the most modern type, low, light, sanitary, one- 
man operated and equipped with all known safety devices. 

With the inauguration of this new equipment certain 
changes will be necessary in the method of fare collection. 
We are adopting the method now working very satis- 
factorily on a number of interurban lines, as same is, 
we believe, one that will meet the approval of our patrons 
and account for passengers carried. 

On all through cars fares will be collected on a pay 
as you enter basis; all passengers boarding at stations 
will be asked to purchase tickets. These tickets will be 
punched by operator as passengers board car, ticket thus 
punched will be returned to passenger by operator and 
will serve as an indication of fare paid. ON LEAVING 
CAR PLEASE RETURN THIS CANCELLED TICKET 
TO OPERATOR. 

In case of passengers boarding en route and tending 
cash fare operator will issue cash receipt for fare paid. 
THIS CASH FARE RECEIPT PASSENGER WILL 
PLEASE RETURN TO OPERATOR UNFOLDED AS 
YOU LEAVE THE CAR. 

On local cars operating between Youngstown and 
Lowell Avenue and Youngstown and Boardman no change 
in the present method of fare collection will be made. 

Your co-operation will be appreciated. 
THE YOUNGSTOWN & SUBURBAN 
RAILWAY COMPANY, 
E. O. SHRYOCK, Manager. 


Card Given to Patrons of the Youngstown & Suburban Railway 
Prior to the Adoption of One-Man Operation 


family tickets were provided for those not riding fre- 
quently enough to warrant the purchase of commutation 
books. 

Signs were placed in all agencies requesting passen- 
gers to purchase tickets before boarding cars. A week 
previous to placing the new cars in through service the 
change in methods was well advertised by car cards and 
station signs. In addition, all passengers were presented 
with cards giving full instructions concerning the meth- 
ods to be used in collecting fares under the new service. 
A reproduction of one of these cards appears herewith. 
So carefully were the instructions read and digested 
by the patrons that company officials state it would have 
been practically impossible for a stranger riding over 
the line on the day the change was made to become 
cognizant of the fact that a complete metamorphosis 
of methods had been made. One hundred per cent one- 
man operation is now in vogue over the company’s lines, 
with the exception, of course, of the freight work. 

In Scranton fewer schedule failures have been experi- 
enced since the introduction of one-man service. The 
company believes that this improvement may be attrib- 
uted to the fact that with one-man operation the respon- 
sibility is placed upon a single individual and that this 
man appreciates the greater import of his job, is 
more alert and performs his work better. With two- 


man operation, on the other hand, the men are inclined 
to divide the blame for schedule failures and accidents. 
One-man operators are paid 8 cents over the maximum 
two-man wage, or 72 cents per hour. This high wage 
rate was the result of an arbitration on the 1925 con- 
tract, the award being made by Thomas J. Williams of 
the Department of Labor. 

Operation in Altoona during the peak load in the 
morning is front-entrance, pay-as-you-enter and exit 
both doors. This method is employed for approximately 
two hours each day, due to the number of men who must 
be transported to the Pennsylvania Railroad shops. 
During the balance of the day the operation is rear 
entrance, front exit and pay-as-you-leave. 

The 27 new cars in use on the three railway proper- 
ties are fully equipped with safety devices and have 
the following specifications: 


Builder of car body...Osgood- 
Bradley 


Type of car.One-man, double-end 


Gears and pinions...... Nuttall 
Hand brakes...Peacock staffless 
Heater equipment. .Consolidated 


Seating ‘capacity ssi aca sues 44 Car Heating Co. 
Weight, car body..... 35,000 lb. Headlights....Ohio Brass, Gold 
Bolster centers, length......... Ray; tuectric Service Supplies 
21 ft. 4% in. dimmer 
Length over all.....41 tt. iu my Journal ‘boxes =. 2... Symington 
Truck wheelbase..... 5 ft. 6 in. Lightning arresters..Aluminum 
Width over all..... 8 ft. 4% in. cell 
Height, rail to trolley base.... Motors..... Four Westinghouse 
14 sft.) La ime 510-A, 2,600 volt 
BOdyS-pieiarirelae note All steel Safety devices ......Safety Car 
BMT Mop mie Ibe GA SBR Aco. Cherry Devices Co. 
HMeadliningy - 25 Nessa Agasote Sanders...Osgood-Bradley traps 
TOOT Cieerta aaercievel koalas oes Arch Sash fixtures....0. M. Edwards 
Wir JbrTakes ice Westinghouse Seats ...... Heywood-Wakefield 
Axles ...... Pollak heat treated reversible 
Car signal system..... Faraday Seating material....... Leather 
buzzers Step treads........ Kass safety 

Compressor. .West’house DH-20 Trolley retrievers ..... Knutson — 
Control..... Westinghouse K-35 Trolley base ........ Ohio Brass 


Curtain fixtures...Morton Mfg. 


- Co. pinch handle 
Curtain material 


Destination signs 


Trolley wheels. ..Ohio Brass 
PEYUIGKS parecer) cee Osgood-Bradley 
....Pantasote 45-66-FE 
diawse Hunte1 .....Hight Garland 
C-1 fr. type 

HeOtereheny Oc 26 in, diameter 


ei illuminated 
Finish.. Pratt & Lambert enamel 


Tramways Operate One-Third 
of All Buses in France 


O-ORDINATION of rail and bus service is making 

steady progress in France. According to the latest 
French governmental reports approximately 4,500 buses 
of all kinds are now in operation. Of this number about 
1,500 are run by the various tramways, some 2,000 are 
used in regular intercity service and 1,000 more are in 
special service, such as sightseeing, touring, etc. 

By far the largest single tramway bus operator is the 
Société des Transports en Commun de la Région Paris- 
ienne, with 1,368 such vehicles on Aug. 1, 1926. Classi- 
fied according to types these were: 


Aug. 1, 1926 Aug. 1, 1925 


Four-wheel buses.........-.-.. 1,265 1,263 
Six-wheel buses..............+ 51 51 
Express buses...... 0.02 ee00 30 28 
Sightseeing buses.............. 22 22 

DStalcs <tratewew s stasjon 1,368 1,364 


Passengers carried by the buses of the Sociéte des 
Transports en Commun de la Région Parisienne in- 
creased steadily from 1921 to 1924. In 1925 the fare 
was raised and some loss of traffic resulted. Figures 
for the various years follow: 


245,902,430 
290,146,147 
337,503,838 
356,529,851 
344,800,583 


NF eA tha amy 


) 
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Melbourne Tramways Bolster Up 
City’s Finances 


Strenuous Efforts Being Made to Safeguard the Goose Which 
Lays the Golden Eggs—Mr. Strangward Points Out Why It Is 
Necessary to Increase Tramway Fares in the Australian Metropolis 


By W. O. Strangward 


Secretary Melbourne & Metropolitan Tramways Board 


EDITOR’S NOTE 


This article is based on a recent radio talk made 
by Mr. Strangward in Melbourne. It presents that 
portion of his remarks which indicates the peculiar 
tax situation that has been allowed to grow up. It 
is scarcely conceivable that such conditions can exist 
in a modern, progressive city. The Melbourne 
Tramways are supporting even the sick, the halt 
and the blind. Conditions in some parts of the 
United States are sufficiently bad, but it is to be 
doubted if they can approximate the mélange which 
is Melbourne. 


to be very much higher than they would other- 

wise be. Although we are expected to run the 
trams upon business lines and to make each year’s 
revenue balance the expenditure, we are compelled by 
act of Parliament or by time-honored custom to 
meet expenditure out of tram fares which cannot be 
justified upon commercial principles and most of which 
would not be paid by a tramway management if it were 
privately owned. Of course this expenditure is not 
waste or a loss to the community, because if we did 
not pay it some one else would have to do so. 


H=: are some facts which cause tramway fares 


TRAMWAYS ARE FORCED INTO THE ROLE OF 
PUBLIC BENEFACTOR 


The first item to which I refer is a sum of about 
£28,000 per annum which the state government used to 
contribute to the Queen Victoria Infectious Diseases 
Hospital. No one can urge that the tramways should 
be responsible for a proportion of the upkeep of an 
infectious diseases hospital, yet since 1919 an act of 
Parliament has compelled the Tramways Board to re- 
lieve the state of this burden. It is now paid out of 
tramway fares. 

Then a sum of £53,000 per annum is required to 
supplement the contributions of the Councils and the 
insurance companies so that the Metropolitan Fire 
Brigade, of which we are so justly proud, may continue 
to protect the people’s properties from destruction by 
fire. ‘The Tramways Board pays this, although it is 
difficult for any one to see why tramway passengers, as 
such, should contribute to the upkeep of the Fire 
Brigade. 


ANOTHER CHANCE TO STING THE TRAMWAYS BOARD 


Some of you may remember that long before there 
were any tramways in Melbourne an alteration was 
made in the method of collecting license fees for public 
houses. This alteration deprived the local Councils of 
the publicans’ license fees, which up to that date they 


were accustomed to collect. The government, however, 
decided to pay to the Councils a sum equivalent to what 
they were deprived of. This now amounts to £23,000 
per annum. In 1919 an act of Parliament shifted the 
payment from the government onto tramway passenger 
fares, and we have paid it every year since that date. 
As the Mikado would have said, “It’s a fool of an act, 
but still, that is what the act-says!”’ 

Now these three items alone cost the Tramways 
Board £104,000 per annum. The payment is a loss to 
us, but of course if we were not compelled to pay it 
the government would have to raise your income tax, 
or land tax, or some other tax, to a similar extent. 


THE OLD STORY OF THE PAVING CHARGES 


I could continue for quite a while quoting payments 


“made by the board which save an equivalent expenditure 


by some one else. For example, we know that the rail- 
way finances have to bear the cost of making and main- 
taining the railway tracks. The Tramways Board also 
pays for the construction and maintenance of its tracks. 
There is this difference, however. No one, other than 
the railway department, has any right to use the rail- 
roads, but any one, even the motor buses, which would 
like to entice our tramway passengers away from us, 
can freely use the tramway tracks. As a matter of 
fact, our tramcars do hardly any damage to the roads 
which we make, because the tram wheels run only on 
the tram rails. Most of the damage to our tracks is 
done by ordinary vehicles. Just consider for one mo- 
ment the immense value of the tram tracks to the people 
and the immense amount we save the municipalities 
every year. 

We have constructed about 130 miles of the highest 
class of road, an average of 19 ft. in width, and we also 
maintain it in a condition which generally is much su- 
perior to the sides of the road, which are under the 
care of the Councils. You all know that our portion 
of the street is usually the best-kept portion of the 
road; the Councils see to that and promptly phone us 
if, as occasionally occurs, a rut temporarily escapes the 
notice of our track inspectors. Sometimes the Councils 
complain of the condition of our portion of the road 
at a time when the sides of the road are in a most 
deplorable condition, and we have to see that the com- 
plaints receive prompt attention. In many of the outer 
suburbs drivers of ordinary vehicles refuse altogether 
to run on the sides of the roads, and our tram drivers 
are sometimes compelled almost to stop before such ve- 
hicles will allow the tram: to pass. If no’ tramways 
had been constructed the Councils would have been com- 
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pelled to spend about £1,500,000 in making the central 
portion of these roads, and the interest and sinking 
fund on this expenditure would cost the ratepayers 
about £100,000 per annum. The Councils would also 
be required to maintain the roads and would thus be in- 
volved in an annual expenditure of £250,000 per annum. 
I leave you to estimate what increase in municipal rates 
would be involved. In America the ratepayers are com- 
mencing to relieve the tramway companies of this bur- 
den, as they recognize its injustice. 


TRAMWAYS ARE FAIR GAME FOR MUNICIPAL TAXES 


I don’t want to pick out every large item which tends 
to increase tramway fares, but it is worth while remem- 
bering that although the board up to last month was 
carrying the public at slightly less than cost price, 
it is compelled to pay the Councils about £13,000 per 
annum in municipal rates upon the portion of the road 
which, as I have just told you, was constructed and 
maintained by the board. Of course, we pay rates on 
our depots and other buildings as well; no one com- 
plains of that. 


EVEN HAVE TO LIGHT THE STREETS 


Are you aware that the board pays for the street 
lighting of 80 miles of suburban streets which are used 
by our trams? This costs us about £10,000 per annum. 
If there were no trams this expenditure would have 
to be met by the Councils out of your rates. I do not 
know of any other tramway undertaking in the world 
which pays for the lighting of the streets. 

I will just mention one other item. I refer to the 
enormous amount of free traveling which the board 
is practically compelled by public opinion to grant. For 
example, we carry all members of the police force, while 
in uniform, free. Then the board runs a large number 
of so-called ‘‘workmen’s” cable tramears, upon which 
any one may travel at concession rates at practically 
half fare. Then we give passes to hundreds of blind 
people which entitle them to unlimited free travel. If 
the blind person is a returned soldier we also allow his 
attendant to travel free. We issue about 500,000 free 
passes per annum to returned soldiers whose war in- 
juries seriously impair their means of locomotion. 
Scholars attending school are carried at rates which 
are about one-fourth of the adult fare and thousands 
of concession tickets are issued to school children visit- 
ing the sea baths, dental clinics, etc. It is estimated 
that these concessions, for which we receive no refund, 
are worth at least £30,000 per annum. 


At ANY RATE THE GOVERNMENT SAVES MONEY 


The items I have mentioned represent an expenditure 
by the board amounting to a community value of at 
least £400,000 per annum. In other words, they are a 
loss to us, but the government, the Councils or the peo- 
ple thereby save that sum per annum. British and 
American tramway men who have visited Melbourne 
tell us that they have never heard of a tramway man- 
agement which is subjected to such huge and unreason- 
able public burdens. 

When the Church Street bridge was erected a few 
years ago Parliament ordered the board to pay £20,000 
toward its cost. The Spencer Street Bridge Commis- 
sion has recommended Parliament to direct the board 
to pay £80,000 toward the cost of constructing a bridge 
over the Yarra at Spencer Street. These payments must 
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eventually be paid out of tramway fares, yet the board’s | 
passengers only use the bridges in the same way as ~ 
passengers in motor cars or motor buses use them. | 
Payments of this nature render increases in tramway | 


fares inevitable. 


HAD TO OPEN NEW TRACK EVEN THOUGH TRAFFIC 
FAILED TO JUSTIFY IT 


Since the board was appointed, seven years ago, we 
have opened more than 50 track-miles of new tram- 
ways. Not one of these new tramways (desirable as 
they are from the standpoint of public convenience) is 
yet able to meet its operating expenses and its propor- 
tion of the charges imposed upon the board by act of 
Parliament. 

On some lines the passengers are not charged much 
more than half of what it costs to carry them. 
But these new tramways open up the comparatively 
cheap lands of the metropolis; the value of the land is 
greatly increased, the public is provided with a good 
road at the board’s expense and the Councils are able 
to raise big rates from the properties. These new tram- 
ways are a good thing for the metropolis, but they all 
help to cause an increase in tramway fares. 


The Trolley Car the Safest Vehiele 
on the Street 
UCH has been published about the small amount 


of street area per passenger taken by the electric 


railway car as compared with other means of trans- 
portation in the city streets. Not so much has been 
said about the relative safety of the various means of 
transport, but probably in most cities just as good a 
case for safety to passengers and pedestrians could be 


made out for the street car as in economy of street area 


occupied. 

Some instructive figures of this kind have recently 
been compiled in Berlin, Germany, for accidents re- 
ported in 1925. Here it was found that, on the basis 
of passenger trips, the street car was 50 times as safe as 


RATIO OF BERLIN STREET ACCIDENTS CLASSIFIED BY 
VEHICLE CAUSING ACCIDENT 


1925 
Private 
Passenger Motor Street 
Automobile Taxi Bus Car 
Accidents, total........... 58 26 DTT 1 
Persons injured........... 25 12 2a? 1 
Rersons killedc nse seh ere 29 24.5 6 1 
Accidents for which operator 
was responsible......... 103.6 53 44 1 


the private automobile, and that on the basis of respon- 
sibility for accidents caused it was 100 times as safe. 
Necessarily, rather broad assumptions had to be made 
as to the number of passenger trips made daily in pri- 
vate automobiles and taxis in Berlin by the author of 
the compilation, Doctor Wentzel, professor in the Tech- 
nische Hochschule in Aachen. But on the bases as- 


sumed, and taking the figure of the street car in each | 


case as unity, the proportions work out about as shown 
in the accompanying table. 
issue for July 2 of Verkehrstechnik. 


Corresponding figures for a number of the cities in — 


this country would be of interest. 


The table appears in the 


Vol. 68, No. 7 
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pplication of Automatically Controlled 


Equipment to Substations 


Complete Control Sequence of Substation Apparatus Is Necessary from the 
Time a Unit Receives Its Initial Starting Impulse Till It Is Taken Out of 
Service—Various Forms of Supervisory Control Systems Meet Requirements 


By R. E. Powers 


ELF-STARTING synchronous converters and mo- 
tor-generators with automatic switching have now 
] become used quite generally in railway substations. 
vys have been developed to indicate at all times the 
trical and mechanical condition of the conversion 
; and its associated switching equipment. Relays 
stion to initiate the impulse that automatically 
s the converter or motor-generator set when the 
age of the trolley circuit indicates the necessity for 
capacity of the idle unit. Specific relays continu- 
y check the supply line electrically, to determine 
value of the voltage, the phase rotation and single 
imbalanced phase conditions. Deviations from nor- 
| within predetermined limits, will prevent an idle 
hine from starting and will take an active machine 
of service until suitable line conditions are again 
ored. 
1 the case of the converter, synchronous speed and 
rity are indicated by the action of a polarized 
y, which functions to complete a portion of the se- 
ace of operation when the polarity builds up in the 
‘ect direction. Should the polarity build up in the 
ng direction, this relay closes certain auxiliary con- 
8 that reverse the shunt field circuit momentarily, 
sing the converter to slip a pole and correct the 
rity. Thermal relays that indicate the temperature 
he bearings, windings and load limiting grids close 
r contacts when the temperature approaches a limit 
thich it is dangerous to operate the equipment. The 
ing of the thermal relay contacts shut the unit down 
porarily if the grids or windings overheat, and per- 
ently should a bearing overheat. Relays that indi- 
' overload, overspeed, reverse current, etc., are con- 
itly in attendance, checking the conditions under 
h the equipment operates, so that they may func- 
to protect the equipment if a dangerous operating 
ition is indicated. 
utomatic switching equipment has reached a stage 
ts development where the automatically controlled 
station is considered superior to the manually con- 
ed station. The tendency in railway practice is 
rd the installation of a larger number of small 
tations equipped with full automatic control. These 
be located at the load centers, thus establishing a 
e€ uniform system voltage, eliminating long and 
ly feeder systems, mitigating the effect of elec- 
Sis and securing the benefits and savings effected 
utomatic operation of the various elements of con- 
sion equipment. 
very effort is being made to establish .continuous 
ice. Duplicate conversion equipment is placed in 


General Engineering Department, Westinghouse Electric & Manufacturing Company 


important substations so that a spare unit is always 
ready to be put on the line in case the operating, or 
“lead off,’ unit is automatically taken out of service by 
one of its protective devices. In order to increase the 
reliability of the high-tension supply it is recommended 
in such cases that duplicate transmission lines, each 
capable of carrying the substation load, be supplied 
from the same or independent power sources. The 
switching equipment should be so designed that an 


Preterred /ine LEGEND 
H@ eae) 52-152-Inconing line circuit breakers 
59 Feeder is 21 lei Incoming lire voltage relays 
breaker 52KM-152X-Circu/t breaker contro/ relays 


52T-152T-Cireu/t breaker shunt trip coils 
A-B-C-D-T7ransfer relays 
CS-Contro/ switch 


d Machine Machine No.2 
52Y-I52¥-Unlocking relays 


breaker LEGEND 


a Contacts open wher relay is de-energized 
Contacts closed wherz relay 1s de energized 
7b conversion egujoment Coils of relays and contactors 


Vig. 1—Sequence of Operation to Automatically Transfer from 


the Preferred to Emérgency Feeder System 


automatic transfer from the preferred to the emer- 
gency feeder system is effected upon failure of the 
preferred feeder. 

A typical scheme of rapid transfer from the preferred 
to the auxiliary source of power in case the preferred 
source fails is shown in Fig. 1. This shows the relays, 
contactors, and breakers in the de-energized position. 
A single-pole, double-throw switch 10A is used to select 
the preferred source of supply. With the double-poie 
switch 10 in the closed position, connecting the transfer 
relays A, B, C and D to the control potential, and 
knife switch 10A thrown to select breaker No. 52 as 
the connecting link to the preferred source of power, 
the sequence of operation is as follows: 

Relays A and B will attempt to pick up, but the aux- 
iliary contacts of relay A will open to prevent relay B 
from closing. A second set of contacts on relay A, 
which are closed when relay A is closed, will complete 
a circuit to the closing coil of relay 52X. Upon the 
closing of the main contacts of 52X the circuit to the 
closing coil of breaker 52 is completed, thus closing 
the breaker and latching it in. Auxiliary contacts on 
breaker 52 close when the breaker is closed and en- 


ergize the unlocking coil on relay 52X. This relay wiil 
cut off current from the closing coil of breaker 52 and 
from its own circuit, thus leaving the feeder breaker 
mechanically latched. The main busbars are now en- 
ergized from the preferred source of power through 
breaker 52. 

If the machines are operating and the incoming line 
through circuit breaker 52 fails, the machines in the 
station will be disconnected immediately from the alter- 
nating-current and direct-current ends by the action of 
the reverse current relays. Upon opening of the aux- 
iliary master relay 3X of the machine automatic 
switching equipment, the transfer scheme becomes op- 
erative as follows: 

Low voltage relay 27 being de-energized will close 
its contacts and de-energize relay A, thus causing relay 
B and C to close. Relay C will energize the shunt trip 
coil 527 to trip out feeder breaker 52. The opening 
of breaker 52 will complete a circuit through 152X to 
close breaker 152, as described above. The sequence 
of operation to retransfer from breaker 152 to breaker 
52 can easily be checked by following the circuits in 
the sketch. 

The automatic switching equipment controlling the 
machine is so designed that the rotating equipment may 
not be reconnected to the station alternating-current 
bus until the induced voltage due to rotation has been 
reduced to a low value. In order to decrease the normal 
time element of the induced voltage due to rotation, a 
block of high resistance is automatically inserted in the 
field cireuit during the closing down period. This will 
effectively kill the field, and rapidly reduce the voltage 
to a minimum so that the equipment may be restarted 
without loss of time. Upon reduction of the induced 
voltage the automatic features of the switching equip- 
ment function to reconnect the units to the station bus 
and restore service with the minimum outage. 


SELECTION OF CONVERSION EQUIPMENT 


It is difficult to make a general statement as to 
whether motor-generator sets or synchronous converters 
should be installed in a given railway substation or 
system without first making a complete study of the 
conditions under which the equipment is to operate. 
Certain situations are ideal for synchronous converters 
while others indicate clearly that motor-generator sets 
would be more efficient and reliable. Motor-generator 
sets should be used at the ends of long transmission 
lines where the voltage is subject to sudden fluctua- 
tions, such as result from switching operations or sud- 
den shifting of large blocks of power. If the resistance 
of the transmission line is excessive the operation of 
synchronous equipment in general will not be satis- 
factory. 

On voltages of 13,200 or lower, the comparison be- 
tween converters and motor-generator sets must be 
made on the basis of converters with their step-down 
transformers as units. On voltages above 13,200 the 
motor-generator set must be supplied with a step-down 
transformer, which gives a decided advantage to the 
converter in the items of over-all efficiency, space re- 
quirements and weight. In smaller sizes, however, up 
to and including 1,500 kw. at 13,200 volts, the installa- 
tions of synchronous converters with automatic switch- 
ing equipment are about on a par with the installations 
of automatically controlled motor-generator sets. With 
the transformers on the same floor level there is little 
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difference in space required. There is little difference 
first cost for equipment in capacities of 1,000 to 1,5 
kw. The over-all efficiency is in favor of the converte 


PROTECTION OF CONVERSION AND FEEDER 
EQUIPMENT 


On large 60-cycle converters, approximately sey 
times full load will cause the rotor to drop back a 
pull out of step if the load is not removed in a gu 
ficiently short period of time. Obviously the pull-oj 
will occur at much lower load values as the alternatin 
current voltage is lowered. A synchronous commutato 
type machine cannot slip a pole, under operating coné 
tions, without serious flashing. To prevent flashir 
under the above conditions a quick-acting circuit break 
must operate to relieve the converter of its excessi 
load before it can drop back to its “pull-out” positio 
If the resistance of the short circuit path, includir 
the converter windings, is such as to limit the curre 
to less than this value, high-speed circuit breaker p 
tection is not required. Such equipment or resistan 
is necessary with any arrangement of the converter | 
interruption to service from short circuit is to 
prevented. In general, the same reasoning applies } 
motor-generator installation except that the motor-ger 
erator is inherently more stable and the commutati 
limits are not so narrow. Slipping of poles in t 
synchronous motor does not inherently cause a flash ¢ 
the generator commutator. 

When the feeder network is of such low resistan¢ 
that the short-circuit current will exceed the commuta 
ing capacity of the generator, high-speed circuit-breake 
or flash suppressor protection is necessary. 

In order to secure a quick-acting direct-currer 
breaker capable of opening or limiting the current 
such a case, a radical departure from standard breake 
design is necessary. Fig. 2 is a schematic diagral 
showing the arrangement of levers, pivots, springs a 
solenoids, incorporated in the latest designed high-spee 
direct-current breaker. 

In the open position with all electrical parts de-ene 
gized, the opening and closing springs hold the ma 
floating member solidly against stops, causing t 
plunger to be drawn out of the closing solenoid. Whe 
potential is impressed on the closing circuit, the closi 
plunger is drawn into the solenoid, causing motion ¢ 
the closing lever around the fixed pivot A. By t 
action of the closing lever the main floating lever 
rotated around the upper stop as a center, causing th 
closing spring to be distended and the sealing armatu 
to come into contact with the magnetic circuit of t 
holding-in coil. Potential is now applied to the holding 
in magnetic circuit. The sealing of the armatu? 
makes the pivot D a fixed point. Thus when potenti 
is taken from the closing coil the closing spring rotate 
the floating member around pivot D as a center to clo 
the breaker and place the opening spring in tension ¢ 
shown in an accompanying illustration. { 

Standard carbon circuit breakers open in from 0.1 
0.2 second, while a high-speed breaker, to be of a 
value in preventing flashovers, must open the circu 
in the incredibly short period of time required for 
synchronous converter to drop back in phase positio 
sufficiently to fall out of step or for the commutate 
of a motor-generator set to become sufficiently heate 
to cause vaporization of the copper and the establis 
ment of an arc between brushes of opposite polarit 
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description of the improved type of Westinghouse 
h-speed circuit breaker was published in the ELECc- 
Ic RAILWAY JOURNAL for May 29, 1926, on pages 935 
d 936. 

In the oscillogram shown a direct short circuit was 
rown on a 2,000-kw. 1,500-volt synchronous motor- 
erator set by closing a quick-acting knife switch. 
fficient cable to connect into the circuit the high- 
eed breaker shunting current-limiting resistance con- 
tuted the only external resistance at the time the 
rt was applied. The breaker functioned to limit the 
rt-circuit current to 12,500 amp. in 0.009 second. 
mplete opening of the breaker and rupture of the 
in 0.017 second inserted the current-limiting resist- 
ce to reduce the current to 4,810 amp. The average 
e of rise of the short-circuit current during the first 
09 second was at the rate of 1,400,000 amp. per 
ond. 

Direct-current: feeder breakers equipped with short- 
‘cuit detector relays and service-restoring features, in 
mbination with a high-speed breaker in the machine 
‘cuit, make a very flexible type of feeder and machine 
tective equipment. This type of feeder equipment 
ilizes the ordinary electrically operated circuit breaker 
vided with the short-circuit detector relays and auto- 
itic reclosing equipment. The circuit breaker is 
schanically latched when closed and is tripped by an 
pulse coil,” which is in reality a through-type cur- 
t transformer, the feeder circuit being the primary. 
The short-circuit detector relay is operated from the 
luced secondary current of this impulse coil or cur- 
t transformer. The amount of current induced in 
e secondary of the impulse coil depends entirely on 
e rate at which the current is changing in the feeder 
ecuit. The rate of rise of direct-current short circuits 
pends on the character of the short and the distance 
om the station bus. A short circuit of trolley to rail 
st outside the substation constitutes practically a ter- 
inal short circuit, and the rate of current rise will 
of the order of 3,000,000 amp. per second, depending 
jon the machine characteristics. Short circuits be- 
7een the third rail and track, at an appreciable dis- 
nce from the substation, have been recorded in which 
e current rise was of the order of 500,000 amp. per 
cond. Under such conditions appreciable current is 
duced in the impulse coil secondary, causing the 
‘reaker to be tripped. Under normal conditions or 
nditions of slowly changing loads the rate of current 
lange is so small that the induced secondary current 
negligible and the breaker is not opened. Therefore, 
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due to its design features, the breaker selects between 
short circuit the overload, opening only on short circuit. 

In situations where an appreciable amount of current 
may be dropped suddenly, as might occur by the sudden 
interruption of the current required to accelerate a 
large eight or ten-car train, the short circuit detector 
relays are provided with auxiliary windings excited 
from the station bus when the feeder breaker is in 
the closed position. The flux set up by this bias wind- 
ing is in such a direction as to neutralize the flux set 


High Speed breaker 
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Fig. 3—Oscillogram Showing Voltage and Current Values in the 
External Circuit of a 2,000-Kw., 1,500-Volt D. C, Synchronous 
Motor-Generator Set. Type HS Direct-Current Breaker Fune- 
tioned to Limit the Short-Circuit Current and to Insert Current- 
Limiting Resistance Between the Terminals of the Generator 


up in the detector circuit due to a rapidly decreasing 
load current. Therefore the detector relay will not 
operate to open the feeder breaker on rapidly decreasing 
values of load current. 

Fig. 4 shows a single-line diagram of a two-unit 
automatic substation equipped with a high-speed circuit 
breaker in the machine circuit, and short-circuit detec- 
tor service restoring feeder breakers in each of the 
three feeder circuits. 

A short occurring on any of the feeder circuits, 
through independent means, will trip the high-speed 
breaker in the machine circuit and the carbon breaker 
in the feeder circuit. Due to its high-speed character- 
istics the machine breaker will open first and insert a 
resistance in the machine circuit to limit the short- 
circuit current to a value within the commutating limits 
of the conversion equipment. The feeder breaker, being 
slower in action, opening on the order of 0.2 second, 
will then function to open the feeder circuit, discon- 
necting the conversion equipment from the fault. 

As soon as the short-circuit condition has been re- 
lieved’ by the opening of the feeder breaker, the 
high-speed breaker, through the action of automatic 
switching equipment, will reclose to establish full bus 
potential. The feeder breaker is equipped with resist- 
ance measuring relays that function automatically to 
reclose the feeder breaker when the resistance of the 
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ig. 2—Single-Line Diagram Showing Pivots, Levers, Solenoids, Springs, Springs, ete., Incorporated in the Latest 
Designed High-Speed Direct-Current Circuit Breaker 
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external circuit is such that the breaker may be safely 
closed in. 

Under legitimate overload conditions, such as often 
occur from congestion in the downtown district during 
the rush hour, the feeder breaker and high-speed 

_ breaker will remain closed and load will be shifted from 
the overloaded station by automatically inserting load- 
shifting resistance between the machine terminals and 
the bus, thus allowing adjacent stations to pick up the 
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Fig. 4—Two-Unit Automatic Substation Equipped with Shunt- 
Wound Rotary Converters, High-Speed Breaker Shunting Cur- 
rent Limiting Resistance in the Machine Circuits, Direct-Current 


Feeder Breakers Equipped with Short Circuit Detector Relays 
and Automatic Reclosing Features 


overload. The feeder breaker is of the “latched in” 
type and remains closed regardless of the bus voltage. 
Overload protection on the feeders may be secured by 
thermostats mounted on the feeder itself. The thermo- 
stats allow taking advantage of short time-overload 
capacity of the feeder, tripping the breaker only when 
the copper reaches a predetermined temperature. 

The application of automatic switching equipment to 
units in the various substations of railway systems 
made necessary the development of a new form of 
communication between the load dispatcher and the 
substation. This was done so that the automatic opera- 
tion of the various units in the stations could be under 
control, that knowledge of their operation and load 
condition could be transmitted automatically from the 
non-attended station to the dispatcher whose function 
is to control and co-ordinate the operation of the sys- 
tem substations, thus securing the most efficient opera- 
tion under normal conditions and the most beneficial 
and reliable under conditions of system disturbances. 

Various forms of supervisory systems, each with its 
field of application, have been developed to meet the 
requirements of different types of automatic electrifica- 
tions. The Westinghouse synchronous all-relay type 
of supervisory control uses the principle of step by step 
synchronous selection. In this type of control a min- 
imum of four wires are used between the dispatcher’s 
office and the substation to be controlled, over which 


1 Short circuit detector 
J type teeder breaker 


the rotating equipment may be started, stopp 
locked out, feeder breakers may be opened or ce 
station bus or feeders sectionalized, readings o 
station instruments may be transmitted—in fact® 
operation may be performed that is usually carrij 
by the operation of an attended station. 
By means of two of the lines and a “— 
chronous control circuit, signaling relays in thell 
patcher’s office and the substation are kept inj 
and moved from point to point in a definite seq 
The remaining two wires are switched by the st 
step action of the synchronous selector circuit J 
one control and supervisory point to another. | 
when any operation is to be performed a clear mem 
circuit is established between the control in thell 
patcher’s cabinet and the desired apparatus unit § 
operated. 
The dispatcher’s control keys and supervisory si 
ing lamps are connected to a set of selecting 
while the apparatus units at the substation are} 
nected to a similar set. The selecting relays op® 
in absolute synchronism at every step or not at all 
Should the dispatcher wish to actuate any mecha 
in a distant substation, he operates a key assoc} 
with the apparatus unit desired, and then a start) 
Signaling relays in the dispatcher’s office and dis§ 
substation pull up in regular sequence with both e@ 
ments in exact synchronism until the required ke 
reached. The two signaling wires are thus conne 
to the station battery, through the key associated * 
the apparatus unit, in the dispatcher’s office. Ope 
ing current passes from the battery through the 
erating key circuit and associated selector relay to 
signaling wires. At the substation the current f 
from the signaling circuit through its associated sele 
to the desired apparatus unit to initiate the requ 
impulse automatically to perform a given co-operat 
This impulse is not in the form of a code and is us 
obtained by a contact of the interposing relay mal 
an electrical connection to initiate some automatic 
eration, such as energizing the master relay of 
automatic switching equipment in order to start 
connect a rotary converter to the station bus, 0 
energize the closing motor or solenoid of a ci 
breaker from the station bus or battery in such a 
ner that the breaker will be closed automatically. A 
an operation has been completed, auxiliary contacts 
the apparatus unit transmit the signal back thro 
the same signaling relays and circuits to operate 
indicating lamps at the dispatcher’s office. The sig 
ing relays are released by the action of the pro 
answer back or signaling circuit, indicating that 
correct operation has been performed. The relays t 
continue to step up in synchronism until all signa 
relays have been pulled up and released, thus complet 
the chain of operation. 
When an operation occurs in the distant station s 
as opening of a breaker, stopping of a unit due to 
of its protective devices, etc., the selecting relay act 
is effected rapidly and the signaling wires are swite 
from position to position. When the wires connect | 
apparatus unit, that has changed its position, to 
corresponding signaling equipment at the dispatch¢ 
office the indicating lamps are changed to show | 
operation that has taken place. The equipment cor 
to rest immediately after the sequence of operati 
has been completed, therefore insuring long life 
equipment and minimum service from the battery, 
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control energy is used only during the period that the 
equipment is in operation. There is no counting of 
impulses, checking back of circuits, or totalizing of 
impulses to perform an operation. The selecting relays 
in the dispatcher’s and substation equipment operate in 
absolute synchronism to assign the signaling wires in 
a definite sequence to the points of control until the 
desired point of control is reached. The sequence is 
then stopped until the desired operation has been per- 
formed and correct visual answer back received, thus 
releasing the relays and allowing the chain of operation 
to continue until all relays have been pulled up and the 
sequence completed. 

The signaling circuit of two wires, which are switched 
by the signaling relays, provides a clear metallic circuit 
which may be used for selective remote metering in 
conjunction with its use for control and supervision of 
apparatus units. Indications of any character may be 
secured, such as volts, amperes, watts, power factor, 
reactive volt-amperes, etc., or any desired indication of 
electrical or mechanical condition that can be made to 
operate the remote metering sender. Stop keys asso- 
ciated with each signaling point permit reading any one 
of the indications for as long a time as desired. 

The continued installation of automatic switching 
equipment in the substations of various railway sys- 
tems having d.c. trolley voltage from 600 to 3,000 indi- 
cates that automatic operation is here to stay and that 
it is playing a very important part in our railway 
electrifications. 

The most efficient and reliable method of substation 
operation may be secured by the automatization of the 
various substation units and the co-ordination of their 
operation by supervisory control in order that the sys- 
tem as a whole may be operated as a unit. Automatic 
equipment performs, without error or waste of time, 
and eliminates the human factor from the switching 
operations. Automatic operation of substation equip- 
ment insures reliability of operation, full protection to 
equipment, minimum delay in service restoration and 
economic operation of substation equipment. 


Street Cars Advertise Milwaukee 


IGNS teaching safety lessons and to encourage street 
car riding are displayed on the cars of the Mil- 
waukee Electric Railway & Light Company, Milwaukee, 
Wis. While brevity is essential on signs of this nature, 
the messages cover a fairly wide range of interesting 
and helpful suggestions. Here are some examples: 


The motorman is doing his part to avoid accidents. Are you? 
We appreciate your patronage. Ride again. 

Flashing red lights mark street car crossings. 

Golf! Go by street car. ; : 

Think before you cross ahead of this ear. 

Ride with us and save the difference. 

Progress and street cars go hand in hand. 

Your parking problems solved. Ride with us. 

Visit the zoo at Washington Park. Take street car. 
Play tennis? Take the street car. 


Some of these signs have already been used and a 
new message is to be broadcast each week. 

In addition to the dash signs, the company has cards 
inside the cars. One that has drawn much favorable 
attention bore the message: “Thank you! Ride with 
us again. Use the street car and save the difference.” 
In this card the words “Thank you!” just seemed to 
pop out of the picture, as if they were spoken. 
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New Freight House Built at Akron 


ONSTRUCTION of a new freight house costing 

$80,000 has just been completed by the Northern 
Ohio Power & Light Company at Akron. The new 
structure is located just east of the old freight house, 
which will be utilized by the company’s line depart- 
ment and for the storage of electrical supplies. The 
building is of brick and steel construction, 256 ft. long 
and 45 ft. wide. The front 48 ft. is used for offices 
and is two stories in height. In that section is housed 
the freight auditing department, which has been moved 
there from the company’s Terminal building. 

Plans for the building were drawn by J. P. Colwell 
of the Commonwealth Power Corporation, who super- 
vised the construction. The freight room proper is 
204x45 ft. of clear space. Rail tracks are on the west 
side, with a 45-ft. concrete team loading drive on the 


Double Rail Tracks Give Loading Facilities for Ten Cars in Addi- 
tion to Space for Through Freight Trains at New Akron 
Freight House of Northern Ohio Power & Light Company 


east side. Double-rail tracks give loading facilities for 
ten cars in addition to the space provided for through 
freight trains. The freight room is equipped with the 
latest type of scales located on the driveway side so that 
freight may be taken from trucks, weighed and handled 
through the freight room car loading platform or direct 
into the cars as desired. A portable office is provided 
in the main room for the warehouse foreman. 

Foundations of the building are of concrete through- 
out, having a basement under the office portion. The 
walls are brick with steel roof trusses. On each side 
of the freight house there are twelve of the latest type 
rolling steel doors. These are counterbalanced so that 
they may be raised by one man with little exertion. 
Doors are located opposite each other on both sides, 
giving a through route for trucking freight. The floor 
is of 3-in. planking painted with a hardening liquid 
which is intended to give long wear without splinter- 
ing. A 7-ft. platform along the west side is completely 
sheltered. Special provisions for handling oil at the 
extreme north end of the building are being provided. 

The new house is of fireproof construction through- 
out, there being little woodwork except the main freight 
room floor. Stairways are of steel with safety treads. 
The wall between the office and freight room is so con- 
structed as to prevent fire spreading. 

The system of lighting installed is completely modern 
and is planned to give uniform light on all parts of the 
working area. The type of unit selected was the Stand- 
ard RLM Benox type. In the warehouse proper bowl 
enamel lamps are installed. 
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Cars Showered and 


Scrubbed While You Wait 


6 AVE you had your morning 

shower?” would no longer be 
an uncommon question could we but 
know the language of cars. Recent 
experiments of the Pittsburgh Rail- 
ways have added to the morning’s 
ablutions an automatic scrubbing 
process that bids fair to make the 
modern carhouse take on the as- 
pects of a college dormitory twenty 
minutes before class time. 

The accompanying illustrations 
show several views of an experi- 
mental equipment erected in one of 
the carhouse yards. This consists 
first of a shower a car length ahead 
of the scrubber that thoroughly 
wets the sides of the car. After this 
first wetting the windows are washed 
by means of a hydraulic wiper 
uniquely designed to slip between 
the glass of the lower sash and the 
window guards, thus avoiding the 
tedious task of unfastening and later 
replacing these guards. The wiper 
face consists of a piece of brussels 
carpet bolted around the surface. 
Several streams of water are 
forced through small jets from an 
attached hose. The whole arrange- 


Hydraulic Window Washer Designed by 
Pittsburgh Railways 


The washer fits between the lower glass 
and the window guards. This device avoids 
the task of unlatching the guards and re- 
fastening them in place after the windows 
are washed, 


ment is handled by the operator and 
the windows are cleaned with dis- 
patch. 

The car then wet, with the dust 
and dirt well soaked, passes rapidly 
revolving brushes that are mounted 
vertically and suspended on a spring 


arrangement so as to hold the 
brushes firmly to the car sides. As 
the car passes through, the remain- 
ing dirt is flushed off by the spray 
at the sides of the brushes and the 
car comes out as clean or cleaner 
than if washed by hand. 

There is no lack of water in the 
scrubbing process and the car looks 
like an airdale pup emerging from a 
pond. The actual amount of water 
used is not great, however, as the 
car passes through the scrubber at 
a speed obtained by having the con- 
troller about on one notch and the 
water is shut off as soon as the car 
passes. 

Fairly soft bristles are used in 
the brushes so that no damage is 
done the paint surface. They are 
stiff enough, however, to remove the 
grime that so soon collects on the 
car surface. The bristles are also 
long enough to reach between and 
below moldings, rivet heads, etc. 
Since this company has adopted the 
lacquer system of paint there are no 
resultant scratches from the rapidly- 
revolving brushes. 

So far only experimental equip- 
ment has been built for cleaning one 
side of the cars so as to try out this 
arrangement carefully. If the com- 


Many Jets of Water and Soft Revolving Brushes Perform the Work of Several Men 


At the left is shown the trial equipment 
that scrubs the car sides. Here the shower 
is running but the brushes are not revolving 


to illustrate the method of drive. A small 
500-volt motor erected to the side in a 
watertight compartment is bevel geared to 


a vertical shaft, which in turn revolves the 


brushes by means of a chain drive. The 
brushes, mounted on long arms, have 
springs that hold them against the car 


The whole structure is supported 
on a vertical I-beam set in concrete. 

In the middle view the car is about_to 
enter the scrubber and the shower. The 


sides, 


device was built for one side only. Until 
a second unit is installed the opposite side 
is cleaned by hand, 

The view at the right shows the car half 
way through the scrubber, proceeding on 
one notch of power. Only a few seconds 1s 
consumed in the process. 


e 
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pany decides to adopt this plan a 
corresponding set of brushes will be 
erected on the opposite side of the 
work track and the entire arrange- 
ment will be inclosed or placed within 
a carhouse so that it may be used 
equally well in winter weather. 

Experiments are also being con- 
ducted to see if a brush can be de- 
veloped that will wash the windows 
behind the guards and thus avoid 
this hand operation. Also, plans are 
being developed for automatically 
scrubbing the car ends which now 
must be done with hand brushes. 

If this device can be perfected it 
will be an easy matter to run each 
ear through the shower and scrub- 
ber every day by the crew that first 
takes the car out on a run. 


Protection for Journals 
Prevents Damage 


OR saving of space in the stor- 

age of wheels when mounted on 
their axles, it is common practice 
to have one pair of wheels set with 
respect to the adjacent pair so that 
the faces will roll by until the flanges 
of the wheels come in contact with 
the axles. If particular care is not 
used when placing the mounted 
wheels in position, there is danger 
that the flanges of one pair of 
wheels will damage the journal bear- 
ings of the adjacent pair. To pro- 
vide a protection for the journals 
while handling, transporting on shop 
cars and in storage, the Department 
of Street Railways, Detroit, Mich., 
uses a special covering for the 
journals. 


A Shaped 3-In. Channel Is Used to 


Wheeling Cars. 
Side Members. 


The covering consists of a 7s-in. 
steel shell lined with ?-in. felt. The 
shell is made in two parts, hinged 
along one side while the other is pro- 
vided with a catch and hasp so that 
the covering can be held firmly in 
position. This arrangement pro- 
vides a covering that can be quickly 
attached and which is very effective 
in preventing damage. 


Platform Knees Stiffened 
on Wheeling Cars 

HANNELS of 8-in. section bent to 

a form shown in the accompany- 
ing illustration are used under cer- 
tain cars of the Wheeling Traction 
Company, Wheeling, W. Va., to pre- 
vent platform sagging. A few cars 
on this property have long platforms 
that are supported on long members 
shaped to slope together toward the 


e 
A Special Fixture Placed Around the Journal Prevents Damage 
from the Flanges of Adjacent Wheels 


The Firm Anchor to the 
Drooping Platforms on These Cars Are Thus Avoided 


Strengthen Long Platform Supports on Certain 


Center Sections Add Great Stiffness to the 


front. A slight bump tends to bend 
these supports inwardly, which in 
turn tends to cause the platforms to 
sag. 

To overcome this trouble the 3-in. 
channel was cut and shaped and ap- 
plied in the manner shown. The 
side members were first spread apart 
to the normal position by jacks, and 
while under this pressure the chan- 
nel was bolted tightly in place. By 
this means sagging platforms on 
these cars has been cured and the 
car is considerably stronger should 
other bumps occur. 


New Equipment 


Available 


== 


Rail Anchor Fits Any 
Standard Tee Rail 


ROVISION for sufficient adjust- 

ment to fit rails in any condition 
and an original design which pre- 
vents the two parts of the anchor 
from being separated are outstand- 
ing features of the ‘“Bethco” rail 
anchor, just put on the market 
by the Bethlehem Steel Company, 
Bethlehem, Pa. 

While the anchor is of two-piece 
construction, it is shipped and in- 
stalled as one piece. The two pieces 
can be separated only with consid- 
erable difficulty and by a very un- 
usual manipulation of the parts. 
This two-piece construction allows 
sufficient adjustability to take care 
of more than one rail section, over 
or undersize rails, and the increas- 
ing tendency of rails to wear thin 
where they rest on the tie plates or 
because of corrosion. 


Section Showing How New Anchor Is 
Applied to a Rail 


The anchor consists of a heavy flat 
yoke which hooks over the base of 
the rail on both ends and a heavy 
key which is driven horizontally be- 
tween the base of the rail and the 
yoke. This key provides the wedg- 
ing action to hold the rail in place 
and can only be removed in a similar 
manner to the way it is installed. 
Since there is no force acting upon 
the key in this direction it will not 
become loosened while in service. 
The wedging action of the key is 
crosswise of the rail, along prac- 
tically the entire base of the rail. 
This fact and the channel shape of 
the key prevent in from being forced 
sidewise off the yoke. 

The working forces are exerted 
against the anchor at right angles 
to the yoke and key. The deep, 
broad surface of the yoke, along its 
entire length, bears against the sur- 
face of the tie, distributing the 
pressure over a large area, avoiding 
damage or destruction to the tie 
after it is in place. 

The installation of the anchor is 
extremely simple. The yoke is 
hooked over the base of the rail and 
the key is driven home by means of 
a hammer, rail chisel or other handy 
tool. No special tools are required. 
Since the key cannot be dislodged 


Rail Anchor After Installation 
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except by driving, no further atten- 
tion is required until renewal of the 
ties or other work makes the removal 
of the anchor necessary. Slippage of 
the rail through the anchor can only 
be accomplished by practically des- 
troying it. 

The anchor meets all the specifica- 
tions of the A.R.E.A. requirements 
for rail anchors or anti-creepers. 

The Bethlehem Steel Company is 
being assisted in the introduction of 
this device by Geo. L. Moore, former 
engineer of maintenance Lehigh 
Valley Railroad and chairman of the 
A.R.E.A. rail committee. 


Carefully Balanced Torch 
Makes Handling Easy 


UTTING operations of all kinds 

on metals up to 3-in. section are 
taken care of by a light but rugged 
combination welding and cutting 
Rego 


torch designated as KW 


New Type Cutting and Welding Torch 


Medium, which has recently been 
brought out by the Bastian-Blessing 
Company, Chicago, II. 

An assortment of three cutting 
tips, furnished with each torch, 
gives ample range for the different 
classes of work. Three welding tips 
KWW 37, 48 and 62, illustrated here, 
will be furnished at extra cost, if 
specified. Length of the tool is 
10 in. and weight 34 oz. 

This device, using oxygen and 
medium pressure acetylene, is said 
to be so well balanced and easy to 
handle that by simply changing tips 
it can be used for making welds up 
to 1-in. section. 


Improved Shape for Mesh 
of Step Treads 


Y GIVING an elongated S curve 

to the reticuline bar a mesh or 
opening has been created that is a 
distinct improvement in step tread 
construction by the Irving Iron 
Works, Long Island City, N. Y. With 
the new mesh there is less oppor- 
tunity for dirt to collect and paint- 
ing is facilitated, light diffusion is 
improved and the long double sweep 
of the bend makes a better traction 
surface. The combination of straight 


USTED 


UNDERWRITERS 
LABORATORIES 


and curved lines also gives a morel 
pleasing flooring pattern. 

With 7-in. rivet centers this ney 
flooring is known as type M and with) 
34-in. rivet centers as type O. Other§ 
distinctive Irving features of alter- 
nate deep and shallow bars are re- 
tained. 


One-Gallon Extinguisher | 
for Electric Cars 


REATER capacity than _ the 
usual quart size fire extinguisher} 
was found desirable by the New York 
Westchester & Boston Railway for) 
the size of fire extinguisher to bel 
carried on its cars. 


l-gal. carbon tetrachloride 
extinguisher. Another advantage} 
is that it can be pumped up to the 
desired pressure and kept in this! 
condition ready for use, while with 
the smaller sizes of other types it is] 
necessary to continue the! 
pumping action while the| 
liquid is being exhausted. | 
With the larger size there | 
is no danger of exhausting | 
the supply of liquid before the fire is } 
extinguished. The cost of this ex-| 
tinguisher, as stated by officials of | 
the railway, is about three times’ 
that of the type previously used, but ' 
its greater capacity is thought to 
warrant the increased price. 


One-Gallon Carbon Tetrachloride 
Fire Extinguisher 


The extinguisher is recharged by 
unscrewing the filler cap and filling 
with carbon tetrachloride solution. 
Thé gage at top insures pumping to 
required pressure and maintaining it. 
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Association News & Discussions 


Insurance Regulations for Cars 


and Carhouses* 


Excerpts from the Latest Underwriters’ Rules Are Given, with Comments 
on the Way that Some of Them Were Reached 


By JAMES S. MAHAN 
President, Western Section, International Association of Electrical Inspectors 


HE present regulations of the 

National Board of Fire Under- 
writers for electric railway carhouses 
and cars is the final outcome of some 
twelve or fifteen years of rather inten- 
sive work by a number of fire insurance 
engineers having to do principally with 
public utility properties. 

In working out this standard the 
lessons learned from numerous traction 
property fires have been considered 
from all angles, with the idea in view 
of lessening fire insurance losses on 
traction property buildings and rolling 
stock as much as possible. Traction 
companies may deviate as far as they 
care to from this standard, but com- 
pensation will have to be made in the 
fire insurance rate; in other words, a 
property which follows this standard 
to the letter will receive a minimum in- 
surance rate. 


BUILDING CONSTRUCTION 


Carhouses should be one story in 
height, without basement or closed roof 
spaces. The outside and division walls 
should not be over 25 ft. in height at the 
eaves, nor more than 30 ft. at the peak 
of the roof. Where, on account of the 
nature of the suroundings, it is abso- 
lutely necessary to build carhouses 
more than one story in height, wall 
dimensions are given in the tabulation 
in the standard. This standard, you 
will find, requires the walls to be of 
hard burned brick, stone or reinforced 
concrete of a specified thickness. These 
types of wall materials have been found 
to stand up better than tile under 
severe exposure to fire. Steel skeleton 
work in the walls does not lessen the 
required thickness of a wall proper. 

Where traction property buildings 
are near other risks which may expose 
them to fire from outside sources, it 
is necessary to parapet the walls, or in 
other words carry the wall at least 3 ft. 
above the eaves where the roof is of a 
combustible material. If the roof, as 
well as the walls, is of concrete or other 
such material parapets are not neces- 
sary. Walls dividing the risk into fire 
sections shall be parapeted the same as 
outside walls and all division walls 
should project at least 8 in. beyond the 
outer edge of the cornice. All walls 
should be provided with a durable in- 
combustible coping. 


*Abstract of paper presented at meeting 
of Electric Railway Association of Equip- 
ment Men, Southern Properties, Chat- 
tanooga, Tenn., July 28-30, 1926. 


One of the big contributing factors 
to the extensiveness of traction fires is 
the communication of fire from one sec- 
tion to another. To prevent such con- 
ditions the standard requires that only 
one opening, not exceeding 38 sq.ft., 
may be made in each 100 ft. of wall 
length. These openings must be pro- 
tected on each side of the wall by 
standard automatic fire doors. To con- 
trol the conflagration feature as much 
as possible, the floor area of any one 
section of a carhouse has been limited 
to 20,000 sq.ft. 

Skylights and ventilators are an im- 
portant feature in the prevention of the 
spread of fire in traction properties. 
These devices shall have metal frames 
and sash, with the frames and other 
parts riveted. or otherwise securely 
fastened in addition to soldering. They 
should be glazed with wire glass, or 
plain glass may be used if protected 
above with stout copper or galvan- 
ized wire screens with mesh not larger 
than 1 in. 

Brick, concrete, stones, cinders, earth 
or other incombustible material is 
recommended for floors. However, 
treated wooden blocks may be used 
when placed on a concrete base. 

Car pits may either communicate or 
be separate units under each track. 
Under no circumstances shall they con- 
nect under more than four track sec- 
tions. Pit walls shall be constructed of 
the same material as other building 
walls. 

Arrangement of the tracks is another 
important feature in keeping down 
losses through fires. All tracks should 
run clear to the street without break 
or transfer table, and preferably should 
communicate to the outside at both 
ends of the building. 

Track doors shall be of a type which 
will readily open in case of an emer- 
gency, preferably of the vertical roller 
type covering not more than two tracks, 


-or they shall be swinging doors made 


in pairs and opening outward. Certain 
types of sliding doors should not be 
used; neither should doors opening in 
in pairs. 

All chimneys and stacks shall be of 
solid masonry, standard construction. 


BUILDING WIRING 


Suitable wood troughs should be pro- 
vided above all trolley wire in the risk. 
For rigidity of construction it is recom- 
mended that T-iron or T-copper be 
used. Trolley wires, as well as T-con- 


ductors, shall have a conductivity of 
not less than No. 0, B. & S. gage wire. 
All hangers and supports of trolley con- 
ductors shall be spaced so that in case 
of a break at one of the supports the 
trolley conductor would not come in 
contact with the rail. 

Where it is necessary to break the 
continuity of the trolley wire, as at 
track doors, the wire shall be equipped 
with suitable sectional insulators. In 
order to be able to disconnect all trolley 
wires inside of buildings or yards, line 
insulators shall be installed with a feed 
around the insulators controlled by an 
emergency switch, this switch to deaden 
all trolley wires leading into the build- 
ing and within 50 ft. of the building. 
Feed wire to the building or yards 
shall be of ample carrying capacity, but 
not less than No. 0, B. & S. gage. Rails 
forming the return circuit of a 
grounded trolley system shall be bonded 
at joints with not less than No. 0, B. 
& S. gage copper conductors. Current 
collectors of all types shall be removed 
from contact with trolley wires when 
cars are not in use. 


CARHOUSE MAINTENANCE 


Standard carhouse lighting shall be 
by electricity. 

Heat shall be by steam, hot water, 
hot air or electricity, with all piping 
well supported and free from woodwork. 
Boiler and furnaces shall be located in 
a separate fire section, preferably out- 
side of the main building with all open- 
ings into the main building protected 
by approved automatic fire doors. 

A good supply of standard self- 
closing metal waste cans shall be pro- 
vided for all oily waste and trash, and 
should be emptied daily. Approved 
watchman service shall be installed, 
with stations well distributed through- 
out the premises, rounds to be made not 
less than hourly. 

Carhouses proper shall be used only 
for storage and cleaning of cars and 
for inspection and replacement of minor 
parts and minor repairs. General re- 
pair work should be in a separate fire 
section. Premises shall be kept en- 
tirely clear of accumulations of trash 
and rubbish. The use of sawdust and 
shavings to absorb oil and grease drip- 
page should not be permitted, sand 
being much preferable. 

Smoking shall be prohibited in sec- 
tions devoted to car storage, with prom- 
inent “No Smoking” signs posted 
throughout the premises. 


WIRING AND ELECTRICAL EQUIPMENT 
OF CARS 


Lighting circuits for cars may be 
operated upon potential not exceeding 
750 volts maximum. All circuit appli- 
ances shall be approved for a nominal 
rating of 600 volts. For higher volt- 
ages not to exceed 1,500 volts, lighting 
circuits shall be run in grounded rigid 
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conduit with all circuit appliances ap- 
proved for voltage. 

When the circuit has a grounded re- 
turn conductor, the capacity of the 
return conductor shall be equal to that 
of the conductors in the non-grounded 
side, or shall be adequate for the com- 
bined load of all circuits connected to it. 
Joints in ground wires shall be as re- 
quired for joints in circuit wires. 
Ground wires shall terminate in a per- 
manent ground connection to the car 
driving motors or trucks. It is permis- 
sible to run ground conductors bare, 
except where exposed to contact with 
unauthorized persons. This does not 
prohibit the use of the metal members 
of the car as a ground return for 
auxiliary circuits. 

All conductors shall be stranded and 
shall have a rubber insulation. Their 
minimum size is to be as follows: 


be protected by a main automatic cir- 
cuit breaker located either in the cab 
or on outside of the car, with a reset 
control in the cab. 

Circuits for other than ear driving 
must be supplied ahead of the main 
circuit breaker and be provided with 
suitable fuse and switch protection close 
to the point of connection. 

All switches, cutouts, circuit break- 
ers, etc., having exposed live metal 
parts, must be inclosed in approved 
eabinets and be well guarded to pre- 
vent passengers or other unauthor- 
ized persons from coming into contact 
with the live parts. Headlight frames 
must not be used as conductors. Port- 
able headlights must be wired for 
double plug connection. All plug con- 
nections must be so wired that the 
female end will be attached to the 
source of energy. (A new device just 


Passenver" signal iGirevits 2). 3) 5-5 oho. c televise «le 
Mish tins > CUCRUES Ss, 5 ty herd sl asian alaze tals Cereus ateley «ly 
Auxiliary motors and devices............-- 
CIN CUNT eres sanity cosa eerie aba) wets 
MOtIVe! POWer (CITCUits ie Usk. so prebe aiaietiallelate aisle 


Heating 


Pisa tin anaes No. 


Minimum Size 


18 B.&S. gage— 1,624 cire.mil 


oe tics ae No. 14 B.&S. gage— 4,107 cire.mil 
er eleie <6 No. 14 B.&S. gage— 4,107 cire.mil 
Pyke earn No. 12 B.&S. gage— 6,530 cire.mil 
avetals joked No. 6 B.&S. gage—26,250 cire.mil 


In compiling this standard an effort 
has been made to establish one with a 
workable basis. In this connection 
three methods of wiring cars have been 
provided, leaving it to the choice of the 
operating company to select whichever 
it prefers. 

Either rigid metal conduits with 
cable boxes or approved flame-retard- 
ing, moisture-repelling non-metallic 
ducts or cables with approved rubber 
insulation protected by approved flame- 
retarding and moisture-repelling outer 
coverings may be used. 

All conductors except those run in 
rigid metal conduit or cable boxes must 
be so concealed or isolated that contact 
cannot be made accidentally with them 
by unauthorized persons. 

Non-metallic ducts and the outer 
coverings of wires and cables must be 
constructed to resist mechanical injury. 
Such cables or ducts must be securely 
fastened into the cases with approved 
clamps, to be supported by non-con- 
ducting cleats or straps. They must be 
run in continuous lengths from box to 
box or from outlet to outlet, unless 
made-up cables are used, with joints 
and and taps covered with approved 
flame - retarding moisture - repelling 
coverings equivalent to those on the 
cables themselves. 

Provision is also made for trolley 
leads on car roofs to be raised so as to 
permit suitable drainage under them. 
Conductors subject to abrasion through 
ear sills or in other locations must be 
protected by short lengths of metal con- 
duit with ends bushed. All conductors 
with inclosures must be kept well away 
from direct wheel wash, and where 
this is not possible should be provided 
with non-corrodible fenders or guards 
to protect them against such wheel 
wash. 

Wooden cable boxes can be used only 
on the interior of the car and should be 
made of not less than §-in. wood lined 
with }-in. asbestos lumber or similar 
material. They must be provided with 
suitable fittings. 

All car driving power circuits must 


on the market makes it impossible to 
pull a plugging device while a circuit 
is still energized.) 

All equipment cases, except car- 
driving motors, must be constructed so 
that conductors entering them shall 
not be exposed. Ducts or coverings of 
such conductors must be securely 
clamped to such cases. Where outside 
connectors are used and wires must 
necessarily be exposed, they must be 
properly spaced, and connectors must 
be insulated equal to the insulation oa 
conductors. ; 

All locknuts and bushings used with 
conduits must be of such design as to 
prevent loosening by vibration. 

Metal parts of the car extending 
above the roof, such as smoke pipes, 


COMING MEETINGS 
OF 


Electric Railway and 
Allied Associations 


Sept. 17-18 — Mid-West Claim 
Agents Association, sixth annual 
convention, Elms Hotel, Excelsior 
Springs, Mo. 


Oct. 4-8—American Electric Rail- 
way Association, annual convention 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


Oct. 10-15—Congress International 
Tramway, Local Railway and Mo- 
torbus Association, Barcelona, Spain. 


Oct. 25-29—Annual Congress and 
Exhibit, National Safety Council, 
Detroit, Mich. 


Nov. 16-18—Society of Automo- 
tive Engineers, National Transporta- 


tion and Service Meeting, Boston, 
Mass. 

November 16-19—American Weld- 
ing Society, fall meeting and Inter- 
national Welding and Cutting Exposi- 
tion, Buffalo, New York. 


heater expansion tanks, whistle pipes, 
etc., must either be grounded or in- 
sulated. The insulated joints must be 
located immediately below the car roof. 
All fuel-burning heaters located inside 
the car must be well grounded. ~ 

Wires connected to different sources 
of energy must not be cabled together 
or run in the same duct except in the 
case of jumper cables between cars. 

Resistors must be mounted with 
ample air space between resistor grids 
and car body, with heat-resisting bar- 
riers of at least 4-in. fire-resistive in- 
sulating material, or sheet metal not 
less than 0.04-in. in thickness mounted 
above the resistance and extending suf- 
ficiently beyond the resistor supports. 

Resistor grids must be thoroughly 
insulated from resistor frames, and 
the frames also insulated from sup- 
ports. The insulation on the conduc- 
tor to the resistors must be removed 
at least 6 in. from their terminals. 
The bared conductor must be filled with 
solder to make it rigid at the point of 
connection. 

Electric heaters shall be of approved 
type for use in railway cars. By 
“approved type” is meant shall bear 
the Underwriters’ Laboratories’ label. 
Branch heater circuits shall be pro- 
tected. by fuses of no greater rated 
capacity than the normal heater current 
per circuit. The fuse capacity should 
be as follows: 


Between 0 and 7 amp........... 10 Amp. 
Over) (ange tors 0: Ampire panies we 15 Amp. 
Over 10° and te: 15. amp.Gics iiss 20 Amp. 
Over (Lb"andito: 20) ampre. scone 25 Amp. 


In this connection it may be of inter- 
est to give you a little of the history of 
this standard. The old standard for car 
heaters was one of installation; there 
was considerable discussion as to 
whether the standard should continue to 
be one of installation or should be one 
of performance. 

Certain members of the committee 
insisted that the heater with its inclos- 
ing case be treated as a complete unit. 
The Underwriters’ Laboratories and a 
representative of the Chicago Surface 
Lines very kindly offered to assist the 
committee in this connection. All of 
the heater manufacturers were invited 
to submit samples of their product for 
a heat run test to determine which type 
of installation should be considered as 
a standard. 

The electrical engineer of the Under- 
writers’ Laboratories, using the same 
temperature limit as is used on 
numerous other heat devices, set a 
temperature limit of 90 deg. C. (194 
deg. F.) as the maximum temperature 
to any combustible matter adjacent to 
the heater (speaking of the heater 
case and all as a unit). The tests on 
the heaters submitted were run on 
regular car seats supplied by a trac- 
tion company. 

It was found that heaters could be 
manufactured which would be operated 
successfully below this maximum tem- 
perature. The sub-committee having 
this subject in charge then dictated the 
standard as it now stands in Sections 
20 and 21 of the regulations of the 
National Board of Fire Underwriters. 
Later all of the heater manufacturers 
were invited to attend a conference on 
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the subject of the labeling of car 
heaters by the Underwriters’ Labora- 
tories. At this meeting it was definitely 
decided by them to subscribe to Un- 
derwriters’ Laboratories’ label service, 
designating that their heaters have 
been tested by the Laboratories and 
approved by them. 


Wisconsin Utilities Association 
Studies Ways to Improve 
Public Relations 


ORE than 100 delegates and 

friends assembled on Aug. 12 at 
La Crosse, Wis., for the two-day session 
of the Electric Railway Section of the 
Wisconsin Utilities Association. Many 
of the talks made at this meeting dis- 
cussed the establishment of better pub- 
lic relations. An important note was 
sounded by C. R. Phenicie, vice-presi- 
dent Wisconsin Public Service Corpora- 
tion, Green Bay, who said that any 
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attempts of this kind must not be too 
obvious. 

Chairman Nels C. Rasmussen, super- 
intendent railway department, Wiscon- 
sin Valley Electric Company, Wausau, 
estimated the present value of Wis- 
consin electric railway properties at 
more than $67,000,000. 

A forward-looking report on the sub- 
ject of noise prevention has been de- 
veloped by the Wisconsin association. 
Kent Wooldrudge, fellowship student at 
the University of Wisconsin, has de- 
vised a machine to measure a reverse 
direction. The noise is picked up in a 
standard loud speaker, then converted 
into an electric current which is greatly 
amplified and read on a milliammeter. 
Great possibilities are seen in the 
development of this machine and its 
application to the problem of noise re- 
duction on electric railways. 

Abstracts of papers and a full report 
of the meeting will appear in the next 
issue of ELECTRIC RAILWAY JOURNAL. 


Shop Records and Their Value* 


By A. TAURMAN 


Superintendent of Equipment and Way and Structures, 
Birmingham Plectric Company, Birmingham, Ala. 


OR the proper and economical main- 

tenance of cars and equipment it is 
necessary that we have adequate rec- 
cords, which should be kept in the sim- 
plest form and properly tied in with the 
records of the auditor and transporta- 
tion departments, so when taken as a 
whole they will give a complete record 
of our activities. 

Assuming that the proper records are 
available as to the type of equipment, 
date purchased and the manufacture 
thereof, the auditing department should 
furnish the shops with the accurate 
mileage of the individual cars which is 
obtained daily from the transportation 
department. This mileage is entered in 
a loose-leaf binder under the individual 
car numbers. A simple form is to add 
the mileage each day to that previously 
made, so that by simple subtraction the 
total mileage made between any two 
dates may be found. 

Proper forms should be provided for 
the inspection, maintenance and com- 
plaint reports. Inspection and mainten- 
ance should be handled on a mileage 
basis and the blank forms should not 
only indicate the various parts of the 
equipment receiving attention but the 
workman’s name and the dates on which 
the inspection and repairs are made. 

The form for complaints should show 
the car number and various parts of 
the car with date and by whom the com- 
plaints are made and corrected. These 
forms should be filed by the car num- 
bers and dates so that they may be 
easily referred to. 


Dates ARE IMPORTANT 


In the overhauling and repairing of 
equipment the dates on which they are 
made, class of material used and cost 
of labor should be kept. This is to as- 
certain if we are using the proper class 
of material and that the labor costs are 
not excessive. 


*Abstract of paper presented at meeting 
of the Electric Railway Association of 
Equipment Men, Southern Properties, Chat- 
tanooga, Tenn., July 28-30, 1926. 


When records are kept of the vari- 
ous parts of equipment, any weakness 
that develops or repeated failures will 
be. called to our attention so that steps 
may be taken to remedy the defects. 
Where material is purchased under a 
guarantee, it is necessary that accurate 
records be kept as to its performance 
so the company may be reimbursed for 
the failure of the product to meet the 
manufacturer’s guarantee. 

A card index should be kept of all 
men employed, the date employed, their 
past record and present performance. 

The shop should have access to the 
storeroom records of all material pur- 
chased, which should give the name of 
the manufacturer, cost, amount pur- 
chased and amount of each type used 
monthly. 

Charts should be prepared showing 
cost of inspection, maintenance, num- 
ber of failures, so that a comparison 


may be made with previous months and . 


years. 

Records should be kept of all build- 
ings with their fire protection equip- 
ment and when repairs and inspection 
are made. 


ACCURATE RECORDS WorTH 
THEIR COST 


While the records outlined above ap- 
pear at first glance to be expensive 
to keep, this is not the case when the 
proper system is put into effect. The 
inspection and maintenance of cars on 
a mileage basis insures that the equip- 
ment will receive attention at regular 
periods after certain service has been 
performed. The handling of complaints 
with the above system places responsi- 
bility. for failures and insures that 
proper repairs will be made. 

The keeping of records on material 
as to cost and life enables us to make 
the proper selection when it is pur- 
chased. This, in turn, assists in the 
proper and economical maintenance of 
our equipment. : 

Proper records in the equipment de- 
partment not only help to prevent fail- 
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ures and accidents but materially assist 
the claim department in adjusting 
claims when accidents occur and make 
it possible for the transportation de- 
partment to give adequate service to 
the public. 


American 


Association News 


Noise Reduction 


MEETING of the noise reduction 

committee of the American Electric 
Railway Association was held at 
Detroit Aug. 2, 1926. The meeting was 
attended by C. Bethel, motor engineer- 
ing department, Westinghouse Electric 
& Manufacturing Company; Frank L. 
Hinman, assistant superintendent of 
rolling stock and bldgs. Philadelphia 
Rapid Transit Company, and H. S. 
Williams, assistant superintendent of 
equipment, Detroit. 

During the year the committee has 
conducted a series of noise tests with 
apparatus built specially for this pur- 
pose as authorized by the A.E.R.A., the 
apparatus consisting of a noise pick-up 
device connected through radio amplifi- 
cation devices with a micro-ammeter 
giving definite readings, proportional to 
the amplitude of the noise vibrations. 
Tests were made on various track con- 
structions and different types of gear- 
ing, in which the gears were tested in- 
dependently of all other sounds. 

The committee approved the method 
of testing and the preliminary tests. 
Further detailed tests are to be com- 
pleted for submission with the commit- 
tee’s report to the Cleveland convention. 
It was decided to request of the asso- 
ciation permission to exhibit the noise- 
measuring apparatus at Cleveland for 
the purpose of stimulating interest in 
the committee’s work. Future work 
was discussed and tentative plans laid 
for further development of the noise 
reduction problem. 


Metropolitan Section Plays 
at Pelham Bay 


N SPITE of a wide range of weather 

conditions, beginning with great heat 
and ending with deluges of rain, all the 
members of the Metropolitan Section, 
A.E.R.A., had a good time on their 
annual outing at Pelham Bay Park on 
Aug. 11. Golf, baseball, quoit pitch- 
ing, tug of war and various other sports 
occupied the early part of the day. 
Rain in the afternoon caused an inter- 
ruption to the baseball game between 
the railway men and the manufacturers. 
When the rain came the score was tied, 
but after the end of the storm the game 
was resumed, resulting in an over- 
whelming victory for the railway men. 
Golf enthusiasts were out early in the 
morning and played till 2 p.m. A new 
use for the bus was discovered in con- 
nection with the tug of war. After 
exhaustive pulling the supply men and 
the railway employees each won a heat. 
The third and final pull was won by the 
supply men through excellent co-opera- 
tion with a near-by bus. 


Union Organizers Leave 
Indianapolis 


Indications that the International 
officials of the Amalgamated Associa- 
tion regard the strike of the employees 
of the Indianapolis Street Railway, 
Indianapolis, Ind., as lost is seen in the 
departure of four representatives of the 
organization from the city. L. D. 
Bland, national treasurer, and P. J. 
Shea, member of the general executive 
board, have returned to their homes in 
Detroit. Mr. Shea would make no com- 
ment on their departure. Mr. Bland, 
however, said the strikers still had the 
union’s support morally.. It was made 
clear some time before that the Inter- 
national would send no more strike 
benefits to the Indianapolis strikers. 
Officers at that time recommended that 
the strike be called off. Members of 
the striking local, however, refused to 
take such action. 

John M, Parker and Robert B. Arm- 
strong, vice-presidents of the Amal- 
gamated, were released on bond by 
Judge Robert C. Baltzell in federal 
court in Indianapolis following the 
granting of an appeal of their convic- 
tion for contempt of court. Bonds 
were set at $10,000 each. Parker and 
Armstrong, organizers of the Indianap- 
olis local of the union, were found guilty 
of contempt of court a week prior and 
were remanded to jail until the appeal 
was filed. They were charged with vio- 
lation of an injunction which prohibited 
them from counseling a strike, encour- 
aging strikers or interfering with the 
operation of street cars. 

Edgar Day, a striker, who appealed 
his conviction of contempt, -also was 
released on a bond of $5,000. Parker 
and Armstrong received sentences of 
90 days in jail. It was announced by 
attorneys for the two men that the 
organizers would be withdrawn from 
Indianapolis by the national officers of 
the union. Jefferson Fade, another of 
the strikers, was released on his own 
recognizance after having been con- 
victed of contempt. 

Attendance of strikers at the daily 
meetings has fallen from about 500 
to 100. 


Wages Advanced in Memphis 


An increase of 24 cents an hour was 
awarded to Memphis Street Railway 
union employees by the board of ar- 
bitration in its decision announced on 
Aug. 6. The award is effective as of 
April 1 this year, and the accumulated 
wages held in abeyance pending deci- 
sion of the arbitration will be paid by 
the company to the men on Aug. 21. 

The increase raised the wages of the 
men from 45, 50 and 55 cents for one, 
two or three and more years of service 
to 474, 523 and 572 cents for the respec- 
tive periods of service. 


Judge M. R. Patterson, Attorney 
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A. B. Galloway and L. P. Miles made 
the award, the first two voting for it, 
and Mr. Miles, representing the com- 
pany, dissenting. 

The new contract is effective for two 
years from April 1. 

In an editorial on Aug. 8 the Com- 
mercial Appeal strongly commended 
the spirit of the men and the company 
in arbitrating the issue. It emphasized 
that public interest is always best 
served when men are sane and fair. 
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The editorial said in part: 


The most friendly of relations between 
company and employees were maintained 
during the period of controversy. There 
were no criminations and recriminations. 
The conflict of views was the result of 
honest opinion, and each company of dis- 
putants showed for the other a considera- 
tion that was commendable. 

Instead of a disrupted service while the 
guestions was under consideration, regular 
schedules have not only been maintained, 
but the service has been improved. This 
improvement could not have been brought 
about except for the wholehearted co-oper- 
ation of employers and employees. 


Newark, Ohio, Without Railway Service 


Unfortunate Situation Forced Upon Management by Activities of City 
Authorities Acting Against Wishes of People—Public Relations 
Good and Loyal Co-operation from Employees Gratifying 


S OF midnight, Tuesday, Aug. 10, 
the city of Newark, Ohio, is an all- 
bus town, operated by the newly created 
independents. For years railway oper- 
ation has failed to pay expenses. De- 
spite this, service has been maintained 
through two receiverships and after 
great effort and absorption of heavy 
losses a new franchise was granted by 
the city of Newark which became effec- 
tive on Nov. 22, 1924. This ordinance 
relieved the company of certain paving, 
extended the franchise life for 25 years 
and allowed the company to charge a 
fare necessary to pay for the service. 
It fixed the fare for the first year. 
The franchise also carried a clause 
allowing the company to withdraw any 
portion or all of its rail or bus service 
if any competitive lines should be 
granted a permit to operate. 

The granting of this franchise was 
one of the elements which enabled the 
company to reorganize and emerge 
from the second receivership. This it 
did as the Southern Ohio Public Service 
Company, which operates the light, 
power and railway in Zanesville, the 
railway in Newark, and the interurban 
line connecting Zanesville, Newark and 
Columbus. 

As a part of the reorganization plans 
the company acquired control of all bus 
operations in Newark and has been giv- 
ing the city of Newark a co-ordinated 
service of rail and bus even at a sub- 
stantial loss after operating expenses 
for the combined operation. In accord- 
ance with the terms of the franchise, 
the company asked the Council for an 
increase in fare to 10 cents cash and 
four tickets for 25 cents. The Council 
took no action. After a period of three 
months the company further, in accord- 
ance with its franchise, announced that 
the new fare would become effective as 
of March 5, 1926, whereupon an injunc- 
tion against the increase in fare was 
obtained, and before final disposition of 
the injunction proceedings the court 
declared a vacation. 

Not satisfied with this, the Council, 
contrary to the spirit of the past two 


years negotiations, has granted a com- 
peting franchise for an independent to 
give service paralleling all the com- 
pany’s rail and bus lines at a 10-cent 
cash fare and tickets at a reduced rate. 
Sixty days after this fare permit eight 
buses appeared on the street. 

In view of the lack of faith shown 
by the Newark City Council and the 
extensive losses sustained by the com 
pany during the past several years the 
company decided to close down its en- 
tire local bus and rail service. On 
Aug. 9 the company had a meeting with 
its men and advised them of its inten- 
tion. The company, however, allowed 
its men, thus thrown out of work, ten 
days’ wages. On Tuesday night the 
company ran a full-page advertise- 
ment in the local papers outlining the 
series of events that led to its action 
and announcing the fact that the serv- 
ice would be discontinued as of that day. 

The company’s rate has been main- 
tained through the injunction proceed- 
ings at a 6-cent cash fare with nine 
tickets for 50 cents. 

The franchise granted by Newark 
City is similar to that passed by the 
city of Zanesville at a prior date. The 
greater faith of Zanesville has resulted 
in a high-grade co-ordinated bus and 
rail service in that city at the same 
fare asked in Newark. Zanesville is 
pleased with the service and the rela- 
tions between the public, the Council 
and the company are excellent. 

Council planned a special meeting 
following the announcement to abandon, 
but put off action. An indignation 
meeting of 600 could not be accom- 
modated at the Chamber of Commerce 
headquartersand moved tothe City:Hall. 
Citizens stormed independent buses. 
Sentiment is strong against the Council 
for granting the 5-cent bus franchise. 

A notice of the company to the cit- 
izens of Newark, headed “What more 
can we do?” signed by R. Z. Zimmer- 
man, vice-president and general man- 
ager, follows: 


When the present management took over 
what is now the Southern Ohio Public 
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Service Company’s property in Newark it 
set about to provide a modern and ade- 
quate transportation service, in order to 
render good public service. 

With this plan in mind, it proceeded to 
lay the groundwork for what was believed 
would best suit the needs of the community. 

Accordingly, your City Council was im- 
portuned in order that suitable legislation 
might be enacted, whereby both the com- 
pany and the city would be protected, and 
negotiations were carried on for nearly 
two years, resulting in the passage of 
Franchise Ordinance No. 3619. 

This franchise contract placed upon the 
Southern Ohio Public Service Company the 
obligation of furnishing Newark with 
transportation facilities for a period of 25 
years, and believing that the contract was 
made in good faith, the company proceeded 
to put into effect the plans prepared for a 
satisfactory transportation service. 

There are few citizens who are not aware 
of the efforts made to rehabilitate the roll- 
ing stock and provide new buses—buses 
built in Newark, with Newark labor and 
materials—on both of which were spent 
large sums of money. As to whether our 
efforts in this direction were worth while, 
they who know must be the judges. 

One of the vital clauses in the franchise 
ordinance provides for a fare regulation— 
upward or downward—as the circumstances 
warrant, and when it was found necessary 
to have an upward revision in order to 
permit the property to continue its useful- 
ness, the city denied the privilege and 
court action ensued, which added to the 
burden under which the system was already 
staggering. Contrary to the intent of the 
existing franchise ordinance, the city ad- 
ministration encouraged and created com- 
petitive operation, allowing a cash rate of 
fare of 10 cents, which rate of fare was 
denied our company upon application. Not 
content with these actions, a bus regulat- 
ing ordinance is now being considered by 
Council, which will enable the city ad- 
ministration further to hamper our opera- 
tions. These actions naturally prevent the 
company from carrying out its program, 
apa generally makes the situation unten- 
able. 

It is an outstanding fact, that when a 
utility is regulated in its procedure by a 
duly authorized governing body a duplica- 
tion of plant and equipment cannot endure. 

No business can survive unless it is self- 
supporting. Our contract with the city 
provided for one important item, namely, 
that we should be permitted to earn oper- 
ating expenses, taxes, money with which 
to renew worn out plant and equipment 
and interest on the money invested. 

Is there anything fairer than this? 

Every business institution in Newark, 
and elsewhere, was founded and is being 
operated with the above principle in mind. 

Much as we would wish to believe other- 
wise, we feel that our rights under the con- 
tract with the city have not been given 
consideration by those in authority, and it 
is with genuine regret, because of our loyal 
employees and the thinking citizens that 
have given us their support, that after four 
years of conscientious effort to serve the 
people of Newark we are compelled to an- 
nounce our decision to abandon all city 
Street railway and bus operations in the 
7s of Newark at midnight of Aug. 10, 


Our action is prompted solely by the 

unfortunate trend of events, and has been 
taken only after careful consideration of 
all the interests involved, and we wish to 
assure every one that it was our wish not 
to give up until every effort had been ex- 
hausted, and only when faced with the 
task of doing the impossible and we trust 
the public will be generous enough to see 
our point of view. 
Our announcement would not be complete 
Without an expression of appreciation for 
the hearty co-operation received from our 
employees and the citizens, who realize the 
Seriousness of the situation confronting the 
tity and ourselves. 


Transportation Survey in Canton 


At a meeting on Monday night, 
Aug. 9, the City Council of Canton, 
Ohio, engaged the Beeler Organization, 
ew York, to make a comnlete survey 
f the railway, bus and traffic situations 
and to advise the city concerning the 
uestion of the renewal of the franchise 
of the Northern Ohio Power & Light 
Company, operating in the city under a 
rant which expires in February, 1928. 


Alderman Approve Home Rule 
Plan for Chicago 


A plan which would strip the Illinois 
Commerce Commission of substantially 
all of its control over public utilities 
in the city of Chicago and delegate such 
powers as the commission now wields 
to the local city government was ap- 
proved on July 30 by Mayor Dever’s 
“Home Rule” committee. The resolu- 
tion creating this committee was intro- 
duced by Alderman J. M. Arvey several 
weeks ago and was referred to in the 
ELECTRIC RAILWAY JOURNAL for July 
17, page 122. 

The objective of the committee is to 
lay plans for submission of the question 
to a referendum at the Mayoralty elec- 
tion next spring, under the terms of 
Article 6 of the Illinois Commerce 
Commission act providing that any 
municipality may withdraw its utilities 
from the rue of the commission. 

To call the proposed referendum, the 
committee’s chairman stated, it will be 
necessary to obtain the signatures of 
181,000, or 25 per cent of the city’s 
voters. Circulation of petitions for 
such a referendum was discussed by the 
members of the committee at their 
meeting. Under the terms of the arti- 
cle it is also provided that the proposal 
must receive a majority of the votes 
cast in the Mayoralty election. If the 
referendum is successful the decision of 
the city would still be subject to appeal. 

Corporation Counsel F. X. Busch 
says the article is replete with jokers 
and ambiguities and that its promise 
of home rule at the will of the elec- 
torate is illusionary. He believes, how- 
ever, that the hindering provisions are 
not insurmountable. 


Fare Issue Revived in 
New York City 


Controller Berry of New York City 
has demanded that the Board of Esti- 
mate take some definite action toward 
formulating a policy of financing sub- 
way construction and operation. This 
has lifted the 5-cent fare into renewed 
prominence in New York politics. The 
situation seems to be complicated, 
rather than simplified, by the recent 
decision of the city government to the 
effect that it is mandatory upon them 
to submit to the voters this November 
the Craig 5-cent fare referendum bill, 
passed by the Municipal Assembly last 
year too late to be put on the ballot 
at last year’s election. 

Controller Berry started the fire- 
works in July. At that time he wrote 
to each member of the Board of Esti- 
mate declaring that it was time for a 
show-down on the city’s financial pro- 
gram. The Controller stated that it 
really costs approximately 7 cents to 
carry each person on the present sub- 
ways, and in consequence the city has 
been forced to make up the deficit by 
taxation. It costs the city annually 
$13,845,000 in payment of interest on 
subway bonds, besides the fact that 
$300.000,000 of the city’s credit is tied 
up in these bonds. The Controller 
demanded that it be decided at once 
whether the deficit should continue to 
be made up out of the city, treasury or 


the subways be made to pay for them- 
selves by means of an increased fare. 

In the meantime, Mayor Walker has 
fiatly declared that he considers him- 
self pledged to the 5-cent fare, which 
was such an important plank in the 
platform upon which he was elected. 
The situation is a ticklish one for the 
administration, since an increase in 
fare is sure to meet with opposition 
from subway riders, whereas an in- 
crease in ‘taxation of benefited prop- 
erty is sure to bring forth lamentations 
from the taxpayers. 

In this dilemma the Craig referen- 
dum bill offers the administration a 
Heaven-sent solution, in the opinion of 
New York politicians. The bill, if 
approved by the voters this fall, would 
make it impossible for the Board of 
Estimate to raise the subway fare until 
such a move had been approved by 
referendum vote, and furthermore, the 
board could not even submit such a 
change to the public until requested 
to do so by petitions signed by 15 per 
cent of the voters of the city. If this 
bill is approved by the voters this 
November, the administration will then 
be relieved of the embarrassing neces- 
sity of deciding definitely whether the 
5-cent fare is to go or stay. 


Paving Question Up Again 
at Lincoln 


In the face of the fact that the voters 
at an election held a year or so ago 
refused to relieve the Lincoln Traction 
Company, Lincoln, Neb., from its liabil- 
ity for the paving of that portion of 
the street it occupied, the City Council 
is indisposed to take such action on its 
own initiative, even though company 
officers insist that relief of this kind 
is essential for the company. The city 
legal department is now working out 
the status of the pavement where the 
cars are to be replaced by buses. 

City Attorney Peterson says that the 
situation seems reasonably clear. After 
pavement is laid or is ordered laid 
between the rails and 1 ft. on either 
side the railway must replace the 
paving and pay for it if it takes up 
the track. When the paving is done 
subsequent to the taking up of a track, 
the company will not be held for any 
part of the cost, which must be paid by 
the abutting property owner. 

The city takes the attitude that 
wherever the bus is substituted, which, 
for the present, will be only on two 
long suburban lines, the company must 
maintain without loss of efficiency the 
services that are now established. The 
occupation tax is to be extended to the 
bus lines or, in lieu of that, a license 
tax will be imposed that will bring 
about as much revenue to the city. Mr. 
Chubb for the railway urged that this 
be abolished, but the city is not inclined 


to do this. This amounted to $3,120 
last year. 
Mr. Peterson has recommended to 


the Council that it continue the occupa- 
tion tax, as the license system applied 
to each bus would discourage the com- 
pany from maintaining an adequate re- 
serve of buses for peak load times and 
would relieve it from the bonding 
feature of the existing jitney ordinance. 
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Memphis Editor Comments on 
Street Car Riding 


An editorial in the Commercial Ap- 
peal, Memphis, Tenn., of June 24 set 
forth the benefits of street car riding 
over the various other possibilities of 
traveling to business. It did this in a 
way that attracted the attention not 
only of the newspaper readers but of 
the railway company itself. The edi- 
torial follows: 


ON STREET CAR RIDING 


Came down town on the street car yester- 
day morning. Often ride the street cars. 
There were 25 cash fares on the car and 
two transfers. Half way down six street 
car men got aboard. The street car com- 
pany hauled all of us from Peabody, near 
Cooper, to Main and Madison for $1.75 cash 
and about 6 cents added cash. 

If all of us on board the car had owned 
automobiles it would have taken 31 cars 
to haul us. If we had ridden down in 
taxis, say, two to the taxi, our fares would 
have been about $17. It would have taken 
fifteen drivers to bring us down. The fif- 
teen automobiles would have occupied a 
line in the street of about 20 ft. If we had 
all ridden down in our own automobiles the 
investment would have been about $30,000. 

Yet, the street car did the entire job for 
about $1.80, besides hauling six extra men 
for nothing. 

The street car did not take un any more 
room _ in the track than two automobiles 
would have taken. . 

Street car transportation to the _user is 
the cheapest thing we know of. You step 
on the car and pay 7 cents, then step off 
and go about your business. You don’t have 
to hunt parking space. You don’t have to 
carry accident insurance. ; 

And yet the street car business is declin- 
ing. From a point of economy and effi- 
ciency, the business should not decline. 

We had a nice time in the street car. It 
was about 11 o’clock and the car was not 
crowded. We had a set to ourselves. We 
read the morning paper and enjoyed Mr. 
Tracy’s story about the mass meeting held 
at the Chamber of Commerce. Then we read 
of the prospective golf game which was to 
take place in England. Then, having a 
few minutes to spare, we read the Busy 
Man’s Corner and thought on it for a few 
minutes. 

If you can get a seat on the street car 
and you have something to read, you will 
not waste any time. If you haven’t any- 
thing to read, you can look out and see the 
flowers in the suburbs. 

You can look at the fine houses, then 
look at the humble houses. Then you can 
see some of the big rich, and see some of 
the very poor. Then if you begin thinking, 
you will soon find out that there is very 
little difference between the big rich and 
the very poor. If there is a difference, it 
will not be for long, because all of them 
will be dead in a few years, and all dead 
people are alike. 

When we finished this, one secretary said: 
“You didn’t tell them how long you had to 
wait to catch the car.” 

We caught the car on the minute. An- 
other secretary said’she knew the schedule 
on her line and caught cars as they came 
along, 

All of which means that Mr. Tutwiler 
ought to put some more cars on some lines. 
More cars cost a great deal more money. If 
we had our way about it, we would have 
double the number of cars and put the 
present conductors on as motormen. 


The Memphis Street Railway re- 
printed the editorial in its booklet 
“Trolley Items” with the following 
comment: 


Regarding the foregoing editorial 
should like to make two observations: 

1. Thirty-two new street cars have re- 
cently been ordered and are expected to 
begin arrival by July 15. All of the new 
cars should be received within four or five 
weeks after the first shipment comes in. 
Thus we are meeting the newspaper editor’s 
view for increased service—at least to the 
extent of about 20 per cent. No one is 
more pleased at being able to give good 
service than are the executives and em- 
ployees of the street railway. 

2. We want to offer a slight correction to 
paragraph six. It was true for about five 
years following 1920 that street car busi- 
ness declined. However, about nine or 
ten months ago the business over the coun- 
try began to “pick up,” and today a healthy 
increase over the depressed condition that 
obtained for about five years is evident. 


we 
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In Memphis our increased patronage and 
revenues began to be evident along about 
August, 1925. The increase has been sus- 
tained throughout the months since that 
time. 

We are hopeful to believe that the hard- 
est days that the street railway has had 
to suffer are passed, and that from now on 
business will be better and better. 

This condition is true not only in Mem- 
phis but throughout the country. 

People have come to understand that 
street railway service is not only the most 
economical form of transportation but that 
it is also reasonably convenient, while be- 
ing the safest means of travel on city 
streets. 

We are happy to observe that editors of 
newspapers are manifesting the sane and 
commendable spirit of fairness toward 
street cars as that manifested by the editor 
whom we have quoted. 

We appreciate very much his excellent 
statement of our own case. 

The economy of street car riding, as he 
so clearly shows, is its great appeal. But 
the street car is a very important servant 
to every individual in the community, and 
deserves the cordial spirit of patronage 
which the writer of the editorial manifests. 


Seventy-five and Still on the Job 


Sixty years in the service of one 
company is a long time. 

That is the record of Joseph W. 
Hicks, assistant to the president of the 
New York State Railways, who on 
Aug. 10 began his 61st year as an 
employee of that railway. 

Back in 1866, when a lad of fifteen, 
“Joe” Hicks entered the employ of the 


company, then the Rochester City & 
Brighton Company, as “a_hillboy,” 
driving extra horses on the trolley cars 
up the inclines of the city. Then he 
cleaned lamps in the carhouse and 
finally got a run of his own as “a mo- 
torman” on the horse cars. 

His advance was steady to his pres- 
ent high post of assistant to James F. 
Hamilton, the president of the corpo- 
ration. 

“J have had so many anniversaries 
that they are getting to be an old 
story,” the veteran railway man told 
an ELECTRIC RAILWAY JOURNAL repre- 
sentative on his anniversary day. And 
his 60th anniversary found Joe Hicks, 
an alert, vigorous figure despite his 
75 years, right on the job, putting in 
a full day’s work. 

His service record is believed to be 
without a parallel in the East. It was 
reviewed at length in an article about 
Mr. Hicks in the ELEcTRIC RAILWAY 
JOURNAL for Sept. 12, 1925, page 420. 


J. W. Hicks, Driving First Horse Car, Celebrated 60th Anniversary in Service 
at Rochester on Aug. 10 
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No Parking Rules Save 
Traffic Situation 


In an open letter to the New York 
newspapers, H. J. Sheeran, chairman 
of the Manhattan Surface Line Oper- 
ators Traffic Committee, and president 
of the New York Railways, has called 
public attention to one common factor 
in the emergency regulations governing. 
the increased street traffic which fol- 
lowed the subway strike in New York 
and by the attendance at the Eucha- 
ristic Congress in Chicago—that was the 
“No Parking” order. He says in part: 


In order to meet the emergency, Policé 
Commissioner McLaughlin put into effect 
an order prohibiting parking on the more 
important longitudinal streets, The effect 
was immediate. Our thoroughfares seemed 
to widen overnight. In spite of the greater 
number of vehicles in the lower part of the 
city, traffic moved better than usual. There 
was less confusion and fewer traffic delays. 

The no-parking order, according to 
Deputy Chief Inspector Coleman, resulted, 
for all practical purposes, in widening the 
streets 12 ft. It added a new automobile 
lane on each side of the streets. 

Similarly, it was only through the adop- 
tion of no-parking regulations that Chicago 
was able to transport the huge crowds that 
attended the Eucharistic Congress. In a 
three-day period the Chicago Surface Lines 
carried a total of 15,056,000 passengers, or 
more than 5,000,000 daily. To appreciate 
the magnitude of this volume of surface 
travel, it is only necessary to compare it 
with the number of passengers carried on 
our own Interborough subway, which in 


the year ended June 30, 1925, averaged 


2,018,000 daily. 

Thus, street cars in America’s second 
city were able to provide an emergency 
service which carried nearly two and @ 
half times aS many people as are carried 
daily on our far-famed subway system. 
They were able to do this solely because of 
traffic regulations which recognize the fact 
that mass transportation is more important 
than private transportation. 

The New York correspondent of the 
Cincinnati Times-Star wrote to his 
paper that a miracle occurred. On the 
first day of the strike, although street 
traffic must have increased enormously, 
it moved more smoothly than it had 
done for years. The police had a great 
many other and more drastic changes in 
traffic rules under consideration, but 
this one change made traffic move so 
steadily and swiftly that no other was 
required. “The inevitable conclusion,” 
he says, “is that one-half the ordinary 
parking is unnecessary, and that it is 
the unnecessary parking which makes 
all the traffic troubles.” 
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Pay Advance Suggested for 
San Francisco Trackmen 


The Board of Supervisors of San 
Francisco, Cal., has adopted a resolu- 
tion urging the Mayor to direct the 
- Board of Public Works to increase the 
wages of trackmen and others employed 
by San Francisco Municipal Railway 
' who were not given the 40-cent wage 
increase granted to trainmen last 
spring. 

Secretary John O’Connell of the San 
Francisco Labor Council said that the 
men were entitled to the increase, and 
that it had been promised them. It is 
said the trackmen are getting the 
equivalent of the platform men now, 
and besides have two days off a month. 


Suggestions Sought from 
Baltimore Employees 


The United Railways & Electric Com- 
pany, Baltimore, has just put into oper- 
ation a plan of payment for ideas sug- 
gested by employees of the company. 
All employees with the exception of 
department heads are eligible and the 
company has announced to them that 
awards of from $5 to $100 will be made, 
according to the value of the sugges- 
tions. As the plan is not a contest the 
employees are permitted to send their 
suggestions to the committee on effi- 
ciency awards at any time. The effi- 
ciency committee will place a value on 
_ the suggestions and the awards will be 

made by Charles D. Emmons, the presi- 

dent of the company. 
All the suggestions made by the 
employees must be original. The em- 
_ ployees need not confine their sugges- 
tions to the work of their own depart- 
ments and ideas may be developed by 
two or more employees working to- 
gether, in which case the award will 
be divided equally. If the suggestion 
is one that requires time to present in 
clear, understandable form, the em- 
_ ployee is permitted to present a brief 
written statement of it at once, en- 
titling him to priority in case the same 
idea is submitted by another employee. 


Key System Living Up to 
Its Promises 


_ Charging that the 
Transit Company, Oakland, Cal., has 
failed to live up to its share of the 
agreements whereby fare increases on 
street cars and ferries were granted 
‘last January, Mayor John L. Davie has 
demanded that the fare increases be 
-_ rescinded. 

? The ELECTRIC RAILWAY JOURNAL of 
_ Feb. 20 recorded the agitation aroused 
when the street-car fare was raised 
from 6 cents to 7 cents, and ferry rates 
from 18 cents to 21 cents. 

The Mayor asserts that the company 
agreed to make certain improvements 
in the way of ferry and pier facilities, 
purchasing 120 new street cars and 
constructing new car lines. He con- 
tends that the company is purposely 
delaying the work so that it will not 
be ready for the continuance of the 
original rate hearing, set for Sept. 14. 
__ In answer to the Mayor’s assertions, 
G. H. Harris, general manager of the 
Key system, states that the company 


Key System’ 


is fulfilling every obligation; that it is 
expending $9,000,000 in carrying out 
not only the orders of the commission 
but additional improvements of its own; 
that two new boats are already under 
construction; that more than $2,000,000 
has already been spent and a recon- 
struction plan of $2,000,000 is under 
way. 


Electric Suburban Service of 
Illinois Central Formally Opened 


With company oificials and 2,000 
invited guests abroad, including scores 
of railroad and steamship executives, 
the first electrically operated suburban 
train of the Illinois Central Railroad 
made a triumphant run of 28 miles 
from Matteson, Ill., to the heart of 
Chicago in Aug. 7. Although test 
trains and a few “off-peak” passenger 
trains have been operating over a 
portion of the suburban divisions for 
several weeks, the day marked the 
official opening of electrified service on 
a substantial part of the Illinois Cen- 
tral’s nearly 40 miles of suburban 
system. 

More than 100 business and civic 
organizations of Chicago’s south side 
participated in the mammoth “Pageant 
of Transportation” in Grant Park 
which followed the arrival of the first 
through electric train. Every mode 
of transportation used in Chicago since 
the day of Father Marquette was de- 
picted in the giant tableau. 

When the changeover to electric oper- 
ation is completed early next month, 
the Illinois Central expects to have 
about 12 per cent more suburban trains 
in operation and 50 per cent more pas- 
senger carrying facilities than in the 
day of steam operation. Train sched- 
ules will be speeded up, it is announced, 
to save anywhere from 7% to 30 per cent 
in the time it now takes commuters to 
get downtown, the relative saving de- 
pending on the length of ride and the 
number of stops. A two-minute head- 
way will be maintained during rush 
hours. 

On Aug. 9, two days after the 
formal opening, 250 of the 402 week- 
day suburban trains operated were 
electrically driven. The South Chicago 
branch, 5 miles in length, is completely 
electrified and all local trains on this 
line and from Randoph to 67th Streets 
on the main line are now being operated 
by electric power. The only steam 
service remaining is on the through 


-trains between Chicago and Matteson 


and on the Blue Island branch, and 
this will probably be fully electrified 
by Sept. 1. 

For electrification and parallel bet- 
terments the Illinois Central had spent 
up until June 30, the following amounts: 


New cars and equipment ...... $11,853,600 
Wires, tracks and stations ..... 6,389,000 
Elimination of grade crossings... 8,127,000 
Changing track grades ........ 4,026,000 
Constructing Markham freight 

NEB ROE 1) Sar ante hoc AOE CCE REM 11,711,000 
Other improvements ........... 10,771,000 
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Ever since the plans for the improve- 
ment were first announced by the Illi- 
nois Central the prospective benefits 
have been reflected in conditions along 
the entire suburban routes. 


Transportation Halted by 
Severe Storm 


One of the severest thunder storms 
in years was experienced at New York 
just before the evening rush hour on 
Aug. 12, The Interborough Rapid 
Transit lines, both Seventh Avenue and 
Lexington Avenue routes, were par- 
alyzed by floods at a dozen different 
points, and in some cases trains were 
delayed several hours. 

The Long Island Railroad was 
hardest hit, for floods in the East 
River tunnel completely halted all 
service, and moreover, prevented the 
Pennsylvania from keeping up _ its 
main line service, since its trains are 
made up in the company’s yards in 
Long Island City, across the East 
River. Surface cars managed to keep 
fairly close to a normal schedule, in 
spite of the flooded streets. 


Re-Electrification of South Shore 
Completed 


With the completion of the re-elec- 
trification program of the Chicago, 
South Shore & South Bend Railroad on 
July 28, the company’s new steel pas- 
senger cars began operating over the 
entire line from South Bend to Ken- 
sington. 

For a short time South Shore trains 
will continue to be hauled from Ken- 
sington to downtown Chicago, a dis- 
tance of 15 miles, by Illinois Central 
Railroad steam locomotives. The I[lli- 
nois Central, however, will in the near 
future begin regular operation of its 
electric suburban trains from Kensing- 
ton to Randolph Street and then South 
Shore trains will be run to the down- 
town terminal under their own power. 

While the change-over from alternat- 
ing to direct current for train opera- 
tion has been completed, the company’s 
rehabilitation program continues. Im- 
provements are being made in the 
track, thousands of new ties are being 
laid, and new siding are being built. 
Improved service and faster running 
time are soon to be effected. 


Concessions Sought from Railway 
in Elizabeth 


Frank J. Travers and Dennis F. 
Hennessy have been appointed a special 
committee to conduct a survey of the 
transportation service of Elizabeth, 
N. J., and to recommend a plan for 
the adoption of a single fare system 
within the municipality. 

The committee intends to confer with 
officials of the State Board of Public 
Utility Commissioners and the Public 
Service Railway in an effort to obtain 
their consent to the rerouting of certain 
trolley and bus lines with a view of 
providing service to permit passengers 
to travel from the western part of the 
city to the downtown section for a 
single fare without being obliged to 
change cars in Broad Street. 

The committee members propose to 
investigate the situation before deciding 
the question of employing a transporta- 
tion expert, as recommended by the 
Civic Council on Transportation, which 
was formed recently by representatives 
of Elizabeth improvement associations 
and the Chamber of Commerce. 
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Negotiations for New Franchise 
for Sandusky 


Negotiations are in progress between 
the Lake Shore Electric Railway, Cleve- 
land, Ohio, and the city of Sandusky 
for a new franchise. The one under 
which the company has operated for 
25 years expired on July 30. 

In its application the company asks 
the right to charge a 7-cent fare in- 
stead of the present 5-cent fare. The 
city has indicated through the City 
Commission, that 7 cents is considered 
too much. 

The city, on the other hand, wants 
the company to stand a share of the 
expense of elimination of dangerous 
grade crossings, and the company has 
let it be known that it does not favor 
the proposal. 


Grand Rapids Rides in New Cars 


An account is given in the July book- 
let published by the Grand Rapids As- 
sociation of Commerce of the new cars 
of the Grand Rapids Railway, Grand 
Rapids, Mich. Much of the credit for 
installing these new coaches, selected 
after much experimenting and compar- 
ing as regards convenience, comfort 
and operation, is given to L. J. DeLa- 
marter, vice-president and general man- 
ager of the railway. The president of 
the Association of Commerce says that 
there is a tendency on the part of the 
residents of Grand Rapids to ride in 
these new cars in preference to taking 
their own autos to and from business— 
a great step forward in reducing traffic 
congestion in the business section of the 
town. 


New Color Standard in Cincinnati 


Decision to standardize on a uniform 
color for street cars and buses has been 
made by the Cincinnati Street Railway, 
Cincinnati, Ohio. This will necessitate 
changing the color of the bodies of the 
electric cars operated over the system 
from yellow to burning brush orange. 
The buses operated by the company are 
painted in the latter color, trimmed 
with cream. Walter A. Draper, presi- 
dent of the company, states that the 
work will be done gradually in order 
not to interfere with the transportation 
service. The yellow color has been the 
standard for the past five years, prior 
to which time a light lemon shade had 
been in vogue for approximately 30 
years. 


Safety Contests at Rochester 


To promote safety on the Rochester 
lines of the New York State Railways, 
Leon R. Brown, safety director of the 
company, has started a contest among 
the divisions, with the leader receiving 
a banner at the end of each month. 
For July the State Lake division won 
the banner, with a record of only one 
accident for every 19,000 miles. 

The banner was presented by Roy R. 
Hadsell, general superintendent, at a 
meeting addressed by a representative 
of the Safety Council of the Rochester 
Chamber of Commerce. 

Mr. Brown said there were 378 men 
in the company’s service with a perfect 
record so far this year. Those who 
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have no accidents for an entire year are 
given a $1,000 sick and accident insur- 
ance policy as a reward. 

The team of ten men with the best 
safety record for the year receives new 
uniforms throughout. 

By these means, Mr. Brown declared, 
accidents on the Rochester lines of the 
New York State Railways have been 
reduced to a minimum. 


Arrangements Made for 
Milwaukee Traffic Survey 


The Common Council of Milwaukee, 
Wis., has acted favorably upon the re- 
cent proposal of S. B. Way, president 
of the Milwaukee Electric Railway & 
Light Company, in which he suggested 
that a thorough traffic survey be made 
in Milwaukee with the idea of obtaining 
an impartial insight into street trans- 
portation needs. In his letter to the 
Common Council Mr. Way said the 
cost of this city-wide survey would be 
met by the company providing it did 
not exceed $50,000. 

Direction of this transportation sur- 
vey will be undertaken by the transpor- 
tation survey committee of the Common 
Council. One of the first steps taken 
by the new committee was the employ- 
ment of McClellan & Junkersfeld, New 
York, to compile the data upon which 
the future transportation needs of Mil- 
waukee will be made. 

C. U. Smith, Milwaukee harbor ter- 
minal director, has been elected chair- 
man of the committee. An executive 
committee composed of one member 
from each of four representative groups 
was appointed. The members named 
were William A. Jackson, vice-president 
of the Milwaukee Electric Railway & 
Light Company; W. H. Damon, resident 
engineer of the Wisconsin Railroad 
Commission; P. A. Koehring, president 
of the Milwaukee Association of Com- 
merce, and Mr. Smith. 

The city’s contract with the engineer- 
ing company provides that the commit- 
tee shall have full authority over the 
survey work. The Milwaukee Electric 
Railway & Light Company will have 
nothing to do with the actual work 


Railway Offers Bridge for 
Detour in Ohio 


Engineers of the Ohio State 
Highway department estimate that 
motorists using the National High- 
way through Springfield, Ohio, will 
be saved nearly $30,000 in the next 
ten weeks as the result of the ac- 
tion of the Indiana, Columbus 
& Eastern Traction Company, 
Springfield, Ohio, offering the state 
the use of its traction bridge as a 
short detour while the regular 
vehicle bridge is being repaired. 
The state will maintain watchmen 
to guide traffic and has also agreed 
to release the company from any 
liability in case of accident and to 
see that the company’s cars are 
not delayed. Prior to the offer by 
the railway the detour used was 
several miles in length and terribly 
sk bs toe The traction bridge is 
planked for the vehicles. 


- rate of fare. 
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other than to permit the co-operation 
of its own engineers. Reports will be | 
made direct to the committee. 


Records Being Made by Wisconsin | 
Interurban 


That business on an interurban line | 
can be increased if proper steps are | 
taken to bring such a system up to a | 
degree of efficiency from the standpoint | 
of service, safety and equipment to | 
enable it to compete successfully with | 
the private. automobile and bus is | 
shown in the operation of the Milwau- | 
kee Electric Railway & Light Com- | 
pany’s new high-speed line connecting | 
Milwaukee, Waukesha and Watertown, 
and covering a route of about 50 miles. © 

Since this service was started on June | 
14 patronage on the interurban line | 
has increased fully 40 per cent. 

More than $1,000,000 was spent for | 
the construction of 54 miles of new | 
double trackage cutting through 
sparsely settled sections west of Mil- 
waukee. Frequent service, up-to-date | 
equipment and operation over a private | 
right-of-way through suburban towns 
were factors which enabled the com- 
pany to offer a service equal to or bet- | 
ter than the time required to reach | 
these cities by automobile or bus. 

Winter schedules are now being pre- | 
pared. The company expects to con- | 
tinue the present half hour service | 
throughout the year. The present run- | 
ning schedule from Milwaukee to | 
Waukesha is only 85 minutes. It is | 
easily maintained and may be reduced | 
to 30 minutes later. 1 


Action on Paving Relief Delayed 
at St. Paul 


Action by the voters of St. Paul, 
Minn., on a charter amendment to 
carry out the suggestion of the Minne- 
sota Railroad and Warehouse Commis- 
sion that the city relieve the St. Paul 
City Railway of the cost of paving be- 
tween its tracks has been delayed to 
the fall election. The charter commis- 
sion did not act in time to include the 
proposed amendment in a_ special 
charter amendment election on Aug. 24. | 
In making a valuation of the railway 
in fixing a reasonable rate of fare the 
state commission noted that the rail- 
way was being too heavily burdened 
by taxes to be able to make its 73 per 
cent return on valuation at the proposed 
This was last year and ac- 
tion is still delayed, after seven months. 


Traction Company Athletes 
Honored 


The Beaver Valley Traction Company’ 
and Beaver Valley Motor Coach Com-_ 
pany, New Brighton, Pa., celebrated’ 
the success of their track team in’ 
taking second place in the recent) 
Beaver County Industrial athletic field’ 
meet by holding a banquet on July 27. 
C. D. Smith, general manager, distrib- 
uted medals to those men who won) 
events. The company’s team was the 
dark horse of the contest and surprised 
the spectators by carrying off second 
place. The meet was won by the Bab- 
cock & Wilcox Tube Company. 
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Weekly Pass in Madison 


Daily users of the Madison Railways, 
Madison, Wis., were offered a bargain 
during August when the company de- 
cided to adopt the weekly pass system 
as a means of increasing patronage. 
Passes will be sold for $1.25 and will 
be good for an unlimited number of 


“rides on all lines during the week for 


which the pass is dated. Passes will 
not be accepted on the company’s bus 
line. 


Slower Speed Suggested for 
Schenectady-Albany Service 


A further conference between mem- 
bers of the Public Service Commission 
and representatives of the Schenectady 
Railway and the cities of Albany and 
Schenectady over operating conditions 
between Albany and Schenectady took 
place on Aug. 11. The report of the 
engineer of the commission recom- 
mends a reduction in the speed of cars 
between the two cities. Express cars 
now take 50 minutes and locals 55 
minutes to make the 17-mile trip. It 
was suggested on behalf of the rail- 
road that all cars operate on a 30- 
m.p.h. basis. The conference was closed 
pending an order to be made by the 
commission. 


Franchise Action in Kansas City 
Unlikely Now 


Action on the proposed franchise for 
the Kansas City Railways, Kansas City, 
Mo., appears unlikely before fall, pos- 

_sibly not until after the November elec- 
tion, as several members of the Council 
will be out of town during August. The 
franchise must have three full readings 
by the Council before any action can be 
taken. The Mayor has suggested that a 
sub-committee be appointed to work 
out a franchise plan that will be accept- 
able to both the city and the railway. 


More One-Man Cars for 
Milwaukee 


The application of the Milwaukee 
Electric Railway & Light Company, 
Milwaukee, Wis., for permission to sub- 
stitute one-man cars for two-man cars 
on its Wells-Downer line beginning Oct. 
1 has been approved in a preliminary 
order by the Wisconsin Railroad Com- 
mission. No one opposed the use of one- 
Man cars on this route. The company 
‘Was notified promptly of the commis- 
Sion’s action in order to allow ample 
time to remodel cars. When the com- 
‘pany advises the commission that it has 
‘the equipment ready a formal order 
‘will be issued to start the service. The 
company plans to replace ten two-man 
ars with twenty one-man cars. 


a World’s Playground Plans 
3 Added Facilities 


_ Extensions to Atlantic City’s trans- 
portation system are being planned by 
2 group of local business men headed 
y B. George Ulizio to serve sections 
< the city not now reached by electric 
ilway lines. 

Present plans, which are based on 


recommendations made in a survey of 
the city’s transportation needs by Fisk 
& Roberts, New York, call for four bus 
routes: A longitudinal line on Arctic 
Avenue, which runs parallel with the 
ocean front about half a mile inland; a 
route from the business section of 
Atlantic City to Pleasantville, north- 
west of the city, and two crosstown 
routes connecting the Boardwalk with 
the center of the city. 

The report of Fisk & Roberts shows 
that of the 4,832 persons who enter the 
city during the morning rush hour 78 
per cent are carried by the electric rail- 
ways and 22 per cent by the 200 jitneys 
which operate on Pacific Avenue. 


Virginia Electric Only Bidder for 
Blanket Traction Franchise.—The Vir- 
ginia Electric & Power Company, Rich- 
mond, Va., was the only bidder for the 
new blanket traction franchise before 
Common Council recently. That com- 
pany offered $1,000 for the franchise, 
and in presenting this bid also filed its 
certified check for the amount speci- 
fied, as well as a certified check in the 
sum of $10,000 as a bond requiring the 
company to observe the provisions of 
the franchise. Without debate, and in 
accordance with the rules, the paper 
was referred to the streets committee 
for recommendations. 

One-Man Cars for Ohio Line.—One- 
man car operation has been installed by 
the Northern Ohio Traction & Light 
Company, Akron, Ohio, on its Canton- 
Massillon interurban line. At the 
same time a new Nachod signal system 
which it is believed will be an aid to 
motorists at the crossings was installed. 
The signal system is known as the 
three-position following protective sys- 
tem. Green, yellow and red lights are 
used. 

Rail Removal at Springfield Ar- 
ranged.—The Springfield Street Rail- 
way, Springfield, Mass., has agreed to 
the decision of City Engineer O. E. 
Parks, Westfield, Mass., to start im- 
mediately to take up the rails of the 
abandoned lines in Westfield. The rails 
on Mill and Union Streets will first 
be removed. Officials of the railway 
have agreed to pay the city 70 cents a 
foot for replacing the pavement de- 
stroyed in carrying on the work. The 
work is to be done under the super- 
vision of the city. 

* Railway Opposes Buses in Massa- 
chusetts.—The East Taunton Street 
Railway, Taunton, Mass., is opposing 
the petition of John J. O’Connor to 
operate his Taunton Bus Line on a 
schedule conflicting with the trolley 
schedule. At a recent hearing before 
the Public Utilities Commission Mr. 
O’Connor said that the bus service did 
not compete with that of the railway 
inasmuch as the bus company charged 
a 10-cent fare and the trolley a 5-cent 
fare. 

Baltimore Boosters Club Has Rail 
Representative—Raymond S. Tomp- 
kins, assistant to the president of the 
United Railways & Electric Company, 


Baltimore, Md., has been appointed a 
member of the executive committee of a 
commission recently named by Mayor 
Howard W. Jackson to plan ways and 
means to attract more visitors to the 
city. Mr. Tompkins represents ~ the 
various public utilities corporations on 
the committee. 

Missouri Tariff Regulation Extended 
for Six Months.—The Missouri Public 
Service Commission at Jefferson City, 
Mo., on July 29 extended for a period 
of six months additional, effective Aug. 
1, the temporary tariff authorized on 
Jan.- 25 on the Missouri Electric Rail- 
road, St. Louis, Mo. As reported in the 
ELECTRIC RAILWAY JOURNAL of Feb. 6, 
the January order established fare zones 
between Wellston and St. Charles, a fare 
of 7 cents for each zone being permitted. 
This reduced rate, as was hoped, elim- 
inated the independent competing bus 
line. 

Would Force Company to Pave Be- 
tween Rails.—In an effort to force the 
Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., 
to pave between its rails in South Four- 
teenth Street, the City Council at New- 
castle, Ind., has passed an ordinance 
establishing a speed limit of 5 m.p.h., 
through the city for interurban cars 
and providing for complete stops at all 
street intersections. Residents of the 
street are averse to paying for the pav- 
ing between the rails. The controversy 
has existed for more than three years. 

Hearing Completed on Abandonment 
of Utah Line.—The hearing has been 
completed on the application of the 
Utah Light & Traction Company, Salt 
Lake City, Utah, for permission to dis- 
continue service on part of its Third 
East Street Line and to remove, the 
track. The case was taken under ad- 
visement. The company contends that 
patronage on this route is not sufficient 
to warrant its continuation and that the 
territory will be adequately served by 
other lines. Mention of the company’s 
application to abandon the line was 
made in the ELECTRIC RAILWAY JOURNAL 
of July 17. 

Approves Transfer Charge.—Ap- 
proval of a transfer charge of 2 cents 
per passenger, to be collected from pas- 
sengers of the Birmingham Electric 
Company, Birmingham, Ala., transfer- 
ring from the Mountain Terrace car 
line to other lines, including the High- 
land Avenue and Lake View lines, has 
been granted by the Alabama Public 
Service Commission. Order of the com- 
mission was in response to a petition 
filed by the company asking such ap- 
proval. 

Six Held for East St. Louis Hold-Up. 
—Five men and a woman are held by 
the East St. Louis police charged with 
participation in the $8,100 hold-up of a 
ear of the East St. Louis & Suburban 
Railway at Nineteenth and _ State 
Streets, East St. Louis, Ill., on July 19 
while the car was en route to a down- 
town bank with fare collections from 
the previous Saturday and Sunday. 
The police say they have a written 
confession from one of the men and an 
oral confession from another involving 
all the others held. Some of those ac- 
cused have denied any connection with 
the robbery. The money has not been 
recovered. 
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Recent Bus Developments 


Action Brought Against 
Competitor of Illinois Interurban 


Charging that the Royal Rapid 
Rapid Transit Company, which oper- 
ates interstate bus service between 
Madison, Wis., and Chicago, IIl., is 
carrying passengers between points 
within Illinois without state authority, 
the Rockford & Interurban Company, 
Chicago, Aurora & Elgin, Elgin & 
Belvidere Railroad, and the Aurora, 
Elgin & Fox River Electric Railway, 
all of whose lines are paralleled by 
the present route of the Royal buses, 
have started injunction proceedings 
against the Royal company. 

The railways maintain that the bus 
line is picking up and discharging pas- 
sengers within Illinois cities in viola- 
tion of the law which allows bus lines 
to discharge passengers at Illinois 
points only when they have boarded 
buses in Wisconsin. 

It is reported that application has 
already been filed by the Royal com- 
pany with the Illinois Commerce Com- 
mission for permission to discharge pas- 
sengers within the state. The bus line 
denies that passengers are being taken 
on and discharged in Illinois cities. 


Railway at Akron Largest Ohio 
Bus Operator 


The Norman bus line, operating in- 
dependently in Akron, Ohio, has been 
purchased by the Northern Ohio Power 
& Light Company for the value of the 
equipment. Five additional buses for 
city service were secured. The line wiil 
be co-ordinated with the company’s 
Grant Street and Firestone Park lines 
serving the factory district in the 
southern end of the city. There now 
remains only’ one independent bus line 
in Akron. 

In view of the purchase of this line 
and the success of the company’s Grant 
Street bus line it is probable that the 
Grant Street car line, which has not 
been operated for several weeks, will 
be permanently abandoned. The com- 
pany at Akron is operating approxi- 
mately 250 buses in its city and inter- 
urban service. It is the largest oper- 
ator of buses in Ohio. 


Buses to Be Run by 
Nebraska Interurban 


The Omaha, Lincoln & Beatrice Rail- 
way, which operates between Lincoln 
and its two northeastern suburbs of 
University Place and Bethany, college 
towns, has applied to the Nebraska 
State Railway Commission for author- 
ity to abandon a shuttle service run for 
the convenience of University Place 
riders and substitute a 30-minute bus 
service between University Place and 
Lincoln. No abandonment of tracks is 
contemplated and the service on the 
main line will remain as at present, 
with a 6-cent fare. University Place 
riders will pay 10 cents cash with three 


tokens for a quarter for bus riding, 
instead of a 7-cent fare as on the cars. 

No attempt will be made to invade 
with buses any of the downtown terri- 
tory of the Lincoln Traction Company. 
The buses will traverse the same loop in 
the business section that the interurban 
has been serving for years, north of the 
main thoroughfares. 


Co-ordinated Service in Lincoln 


The Nebraska State Railway Com- 
mission has authorized the Lincoln 
Traction Company Lincoln, Neb., to 
make its first installation of co-ordi- 
nated bus and electric car service. In 
addition to abandoning the short line 
car service in North Lincoln adjacent 
to the University of Nebraska the com- 
mission permits the abandonment of 
track from Marion and Fourteenth 
Streets to the state penitentiary, a dis- 
tance of 2 miles. This will relieve the 


Review of I.C.C. Bus Hearing 


Attempt Made to Interpret Testimony Introduced at Chicago by Electric 
Railways, Steam Roads and the Motor Carriers—Commission 
Will Have Vast Mass of Facts Upon Which to Draw 


HREE hearings have been held by 

the Interstate Commerce Commis- 
sion in its inquiry into the motor bus 
and the motor truck movement. They 
were conducted at Chicago on July 27, 
28 and 29, at St. Paul on July 30 and 31 
and at Portland on Aug. 11. 

Of course a mass of facts is being 
collected. Some of them are new, but 
many are merely reiterative. The 
record certainly will be complete on 
which the commissioners will draw in 
basing their conclusions. Whatever 
else may go into the record there will 
be no mistaking the cases of the va- 
rious interests involved. Each of them 
—the electric railways, the steam rail- 
roads and the motor interests—is tak- 
ing able care of that. Not only that, 
but the public has been well repre- 
sented. As one of its spokesmen ex- 
pressed it, the public is engaged in 
choosing the type of transportation it 
prefers and in fitting the various avail- 
able means of transportation into their 
respective fields of greatest utility. 

The fact that many of the data are 
reiterative makes it seem more desirable 
to interpret the trend of the testimony 
than to go into the presentations as 
such. At the outset it is well to bear 
in mind that the whole series of hear- 
ings is an inquiry by the Interstate 
Commerce Commission based on the 
cognizance taken by it of the increas- 
ing extent to which the motor vehicle 
is becoming a competition of the regu- 
lated carriers. The purpose, of course, 
is to collect facts to be used in making 
legislative recommendations to Con- 
gress. 

It may be jumping at conclusions to 
say so, but it does appear from the data 
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company of considerable new paving 
expense. It withholds approval of the 
removal of tracks to the state hospital 
for the insane. 

The buses will be placed in service on 
two 5-mile suburban lines, one to the © 
state prison south of the city and the 
other to the state hospital to the south- 
west. They will make a loop through — 
the main business streets and use the 
same south-pointed street for 13 miles. — 
The buses will operate on the existing — 
car schedule and will transfer and take © 
on passengers from the street cars. 
They will operate on paved highways 
all the distance covered. 

These cars now operate on South 
Tenth Street and the same schedule as 
now will be maintained by adding 
another car and making the new 
terminus of all Tenth Street cars six 
blocks distant from the old. South 
Fourteenth cars will be made into — 
double-enders and stop at Marion. 

The commission says that this may 
prove to be the solution of the prob-— 
lem of inducing enough persons to ride 
to produce sufficient revenue to justify 
continuation of the service. E 

The fare will be 10 cents cash, with 
four tokens for 30 cents. 


Galina ese cik caiman ail aametel 


so far placed in evidence that those 
electric railways have suffered least — 
which were the first properly to sense — 
the magnitude of this traffic by bus 
and by truck and to turn these vehicles — 
quickly to their own advantage. So far — 
as the need for regulation goes, the 

electric railways appear to be very 
much of the same opinion as the steam | 
railroads, namely, that there should be 
federal regulation of motor common 

carriers engaged in interstate com- 

merce. 

The bus operators and the truck oper- | 
ators are opposed in some of their 
views; at least they were at the hearing 
at Chicago. They do not disagree on 
the general question of regulation, but 
they do disagree on just what is best to 
be done at this time. Some bus oper- 
ators favor state control only, while 
others advocate comprehensive federal 
regulation. On the other hand, the truck 
interests appear to feel that any sort 
of regulation at this time is inadvis- 
able. If there must be regulation, then 
they want it limited to state authority 
to issue certificates of convenience and 
necessity. and to require prospective 
operators to make satisfactory showing 
of financial responsibility for the pro- 
tection of customers and the public 
against loss. ' 

These points of view are not new. 
They were hammered home at Chicago 
and will likely continue to be hammered 
home in each of the subsequent hear- 
ings. Still, individuals interpret the 
same set of facts differently. And this 
is being done quite freely. One com- 
mentator said: 

“After the passenger business was 
once taken from the rails by the auto- 
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mobile, it was partially recovered by 
buses but only a small percentage, 
almost akin to the invisible, was lost 
directly to the bus. 

“When that fact once becomes offi- 
cially established, it is probable that 
steam and electric officials will find it 
convenient and consistent to be pro-rail 
without being quite so anti-bus, in the 
same way that the bus industry has al- 
ways maintained a pro-bus attitude 
without finding it necessary to adopt an 
anti-rail policy.” 

is same man also said: 

“The bus only becomes a_ serious 
competitor of rails when it bids for the 
business the rails have already lost.” 

Railroads, both steam and electric, 
had their innings on the first day, July 
27. Only three spokesmen appeared for 
the steam railroads, while nine were 
present representing the electric rail- 
ways. B.F. Eustice, general passenger 
agent of the Chicago, Burlington & 
Quincy Railway, the first witness called 
for the railroads, confined his remarks 
to bus operation by his company and 
that run in competition with it. He 
explained his railroad was not actively 
engaged in bus operation. According 
to him, competition was purely local, 
confining itself to paved or well-main- 
tained roads between fair-sized towns. 
The policy adopted by his railroad was 
to put on bus service where it is demon- 
strated that it is a cheaper method of 
performing a given transportation serv- 
ice, and to abandon service, both rail 
and bus, where the public patronage has 
decreased to a point where it is not suc- 
cessful. 

For the electric railways, C. L. 
Henry, president of the Indianapolis 
& Cincinnati Traction Company and 
counsel for the American Electric Rail- 
way Association, related the difficulties 
of the electric railways in Southern 
Indiana in combating bus competition 
up to and after the passage of the 
regulatory act by the Indiana Legisla- 
ture. He attributed a drop of approx- 
imately 70 per cent in gross income on 
his own road in the past two years to 
motor vehicle competition—the major- 
ity of this loss to the private automo- 
bile. He did not know what percentage 
could be laid to the bus. 

C. K. Jeffries, general superintendent 
of the Terre Haute, Indianapolis & 
Eastern Traction Company and presi- 
dent of the Central Electric Railway 
Association, testified similarly. He 
stated that his company had purchased 
an independent competing bus line as 
a matter of self defense. | 

F. D. Norviel, general passenger 
agent of the Union Traction Company 
of Indiana, explained the scope of bus 
and truck operation as it affected these 
lines. He presented several exhibits to 
be filed with the commission, showing 
the route of the Union Traction System 
and those of supplementary and com- 
peting bus lines. His exhibit also in- 


eluded a statement of loss in revenue 


attributable to the motor vehicle, the 
private automobile being the instru- 
ment causing the greatest damage. 
Samuel Lipp, Cincinnati, Ohio, bus 
operator, questioned the statement of 
Mr. Norviel to the effect that 25 per 
cent of the gross revenue loss was due 
to the bus and truck. Charles W. 


Chase, vice-president of the Chicago, 
South Shore & South Bend Railway and 
president of the Gary Railway and the 
Shore Line Motor Coach Company, 
gave details of the operation, stating 
that his company now ran 300 miles of 
bus route with a total of 6,000,000 bus- 
miles a year. According to Mr. Chase, 
it was impossible for him to estimate 
the loss to the electric railways and 
steam railroads in interstate traffic be- 
tween Chicago and Hammond, Gary, 
and Indiana Harbor, due to bus com- 
petition. However, from his own expe- 
rience in operating buses, and from 
estimates he has made from gross 
revenue of competing bus lines, he 
would say that $2,000,000 a year in 
revenue was lost to the steam and elec- 
tric railways operating from Chicago 
and these nearby points. The entire 
bus operations by the Shore Line Motor 
Coach Company had been at a loss, but 
certain lines, particularly the one into 
Chicago, which is purely interstate, had 
shown a profit. 

Lack of interstate regulation of 
buses was deplored by G. W. Welsh, 
vice-president of the East St. Louis & 
Suburban Railway. He declared this to 
be the reason for the competition which 
his company suffered between East St. 


Louis, Ill., and communities in the south. 


western part of the state. While no 
difficulty is experienced in intrastate 
traffic in Illinois, because of the state 
law in effect, the company has suffered 
a loss in revenue because the bus oper- 
ators are permitted to parallel electric 
lines and operate across the state line 
into Missouri. Three years ago Mr. 
Welsh’s company established the Blue 
Goose Bus Line to operate interstate 
into St. Louis, Mo. Although this com- 
pany operates under certificates of con- 
venience and necessity in the State of 
Illinois, it is unregulated in so far as 
the interstate operation is concerned. 
Despite this motor carriers took away a 
large amount of the business which 
rightfully belonged to the rail line. 

C. F. Handehy, special representative 
of the Illinois Traction System, ex- 
plained that except for interstate oper- 
ators between Chicago and St. Louis 
his property was free from bus com- 
petition. However, injunctions obtained 
against two of the bus companies be- 
tween Chicago and St. Louis had pre- 
vented these companies from doing in- 
trastate business between points along 
the electric line and St. Louis, Mo. 

C. E. Thompson, vice-president of the 
North Shore Line, declared that inas- 
much as the Chicago, North Shore & 
Milwaukee Railroad had been alert to 
provide bus service in its territory 
where such service was needed the com- 
pany now had no bus competition. 
Fares on the 47 buses operated over 200 
miles of route by his company are 10 
per cent higher than those on the elec- 
tric line for the same mileage. The 
buses act as feeders to the two main 
electric rail lines of the system. 

This, of course, is the merest skele- 
ton of the testimony as it affects the 
electric railways, but it does tend to 
indicate the extent of their participa- 
tion in the proceedings, particularly at 
Chicago, and affords some criterion as 
to the data that are going into the 
record. 


Approval of Binghamton 
Deal Sought 


The Binghamton Railway Bus Line, 
Inc., Binghamton, N. Y., on Aug. 9 
applied to the Public Service Commis- 
sion for the right to lease the property, 
assets, rights and franchises of the 
Triple Cities Bus Lines, owned by Ed- 
ward J. Dorey, operating between Bing- 
hamton and nearby communities. The 
stock of the petitioner is owned by the 
Binghamton Railway, which states that 
it has amended its certificate of incor- 
poration so that it may operate the 
bus lines in conjunction with the exist- 
ing service by the trolley line, if the 
petition is granted. In the purchase 
there are included eight buses, which 
will bring the total number of buses. 
owned and operated by the Bingham- 
ton Railway up to eleven. Under the 
plan, this belt line will be combined 
with the bus line now being operated 
by the railway so as to cover more 
territory. 

Mr. Dorey still retains his so-called 
South Side line in Binghamton and his 
line to Montrose, Pa. 


More Bus Lines for St. Paul 


The Twin City Motor Bus Company, 
St. Paul, Minn., subsidiary of the Twin 
City Rapid Transit Company, has ap- 
plied for five local lines in Minneapolis, 
extension of a suburban line from Glen 
Lake to Excelsior, and changes in head- 
ways of intercity and suburban buses 
out of St. Paul to White Bear, Bald 
Eagle and South St. Paul. The Minne- 
apolis permits will cover crosstown 
connecting lines with transfers to and 
from trolley lines, and a new line from 
the Great Northern Railroad station to 
Lakewood Cemetery, about 3 miles, on 
which the fare will be 10 cents. 


Two New Bus Routes in Omaha.— 
The Omaha & Council Bluffs Street 
Railway, Omaha, Neb., announces the 
addition of two more new bus lines to 
its service. One route will be between 
32d and Arbor Streets and 40th and 
Marinda. the other between 50th Street 
and Underwood Avenue and 52d and 
Franklin Streets. The company has 
ordered three new 21-passenger buses 
from the Nebraska Auto & Truck Man- 
ufacturing Company, which promises 
delivery in 60 days, for use on these 
lines. Adverse conditions confronting 
the company prevent the starting of 
several other new routes it had hoped 
to announce. 


Company Would Abandon Indian- 
apolis Bus Line. — The Indiana Motor 
Transit Company, the bus subsidiary of 
the Terre Haute, Indianapolis & East- 
ern Traction Company, Indianapolis, 
Ind., has filed a petition with the Indi- 
ana Public Service Commission asking 
authority to abandon its bus lines be- 
tween Frankfort and Monticello, Ind. 
The petition showed that it cost the 
company 22 cents a bus for each mile, 
and that for the period from April 14 
to June 18 the loss was $3,350. The 
company therefore believes that the 
patronage is not sufficient to warrant 
operation. 
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Maryland Company Seeks 
Modification of Court’s Opinion 


A motion seeking modification of an 
opinion handed down recently by the 
Court of Appeals of Maryland, under 
which the valuation case of the United 
Railways & Electric Company, Balti- 
more, was remanded to the Maryland 
Public Service Commission, has been 
filed by counsel for the company. In 
remanding the case the Court of Ap- 
peals held that the easements, which 
the commission had valued at $7,000,000, 
had been valued in the wrong manner, 
but should have been based on value in 
real estate. It was said by the court 
that the commission having based its 
valuation upon the assessments which 
necessarily include earnings, the method 
was not in accordance with the law. 

In the motion filed by the railway it 
is claimed that the Court of Appeals 
was mistaken in its opinion that the 
commission failed to value the ease- 
ments as value in real estate. 

The motion created considerable com- 
ment. It was taken by some of the 
newspapers as a step on the part of the 
company to increase fares. This 
brought about a strong denial on the 
part of the United. Raymond 8S. Tomp- 
kins, assistant to the president of the 
company, issued the statement on be- 
half of the company. 


Connecticut Interurban Resold 


The Hartford & Springfield Street 
Railway, Warehouse fFoint, Conn., was 
sold on Aug. 10 to Arthur L. Linn, Jr., 
Newport, R. IL, for $190,000. Judge 
Dickenson of the Superior Court ap- 
proved the sale and announced that 
further hearings in the matter would 
be held for the benefit of bondholders of 
the Rockville, Broad Brook & East 
Windsor Street Railway to settle on 
the amount to be received for the bonds 
in their possession. A _ hearing is 
scheduled for Sept. 17 to arrange this 
matter. 

Payments for the Hartford & Spring- 
field have been arranged in the follow- 
ing manner: $25,000 goes at once to the 
bondholders’ protective committee, $50,- 
000 to Receiver Harrison B. Freeman 
on or before Sept. 1, $22,000 to the 
same party by Oct. 1 and $28,000 to 
Francis B, Cooley, who bought the 
property at a mortgage foreclosure sale 
for $10,000 subject to the claims of the 
receiver, and the balance, $65,000, to be 
paid Oct. 16. 

Expenses and liabilities of the re- 
ceiver are $137,000. The amount of 
money represented by bonds of the 
property is $200,000,.of which $181,000 
is on deposit at the First National 
_ Bank, Hartford. When expenses have 
been paid it is estimated $20,000 will 
be divided among the bondholders, 
about 700 in number. Expenses of ap- 
praisers, receivers’ counsel and the re- 
organization committee will be about 
$10,000. 

Lucius F. Robinson, counsel for the 


bondholders’ protective committee, pre- 
sented the case. Ralph O. Wells was 
state treasurer’s representative for the 
bonds involved, and Josiah H. Peck ap- 
peared for the Windsor Locks Traction 
Company, a part of the Hartford & 
Springfield Street Railway. 

Immediately after the sale papers 
were filed with the Secretary of State 
for the organization of the Hartford & 
Springfield Coach Company. Arthur 
L. Linn, Jr., Newport, R. I., president of 
the Newport Electric Company and 
vice-president of the Utilities Light & 
Power Company, was named president 
of the new bus company. Other officers 
are: Vice-president and manager, 
Arthur C. Marshall, Orlando, Florida; 
secretary, Arthur L. Shipman, Hartford, 
Conn., and treasurer, Dwight A. Pierce, 
Hartford. 

About a month ago all railway serv- 
ice of the Hartford & Springfield Street 
Railway was discontinued and bus oper- 
ation substituted. With the organiza- 
tion of the coach company will come 
further development and extensions to 
the bus service. 


10-Mile Indiana Road to Be 
Sold Aug. 27 


The lLebanon-Thorntown Traction 
Company, Lebanon, Ind., will discon- 
tinue operation shortly and offer the 
railway for sale as a whole or by parts. 
Mention of the company’s application 
to abandon the line was made in the 
ELECTRIC RAILWAY JOURNAL of July 17. 
The bids will be received at the office of 
Rogers & Smith, Lawyers, Lebanon, 
Ind., by Robert P. Woods, president, at 
10 o’clock a.m., Aug. 27. Right is re- 
served to reject any or all bids. 

The property consists of an electric 
interurban railway operating between 
the center of the city of Lebanon, and 
the center of the town of Thorntown, 
distance of approximately 10 miles. 
The railway is adjacent to and parallel 
with the Chicago-Indianapolis Division 
of the Big Four Railroad. 

The railway was opened for service 
July 4, 1905, at which time the track 
was fully ballasted with clean gravel. 
It is a single track with two single-end 
turnouts. The maximum grade is 1 per 
cent. 

The company owns a right-of-way 
varying in width from 40 ft. to 50 ft. 
throughout the length except where 
operated over streets in the two munic- 
ipalities mentioned. It owns all of the 
track, poles and wires throughout, ex- 
cept that of about two-thirds of a mile 
on the street in Lebanon. The single- 
track length of the Lebanon-Thorntown 
Traction Company is about 94 miles. 

The company owns the two passenger 
cars, but only one is required in the 
regular service. The two combination 
passenger and baggage cars were made 
by Cincinnati Car Company. Power is 
purchased. 

Mr. Woods may be addressed at 530 
Railway Exchange Building, Kansas 
City, Mo. 
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Conditional Sale of Morgantown | 
Properties Arranged 


Conditional sale of the property of 
the Union Traction Company, Mor- | 
gantown, W. Va., to the West Virginia | 
Utilities Company has been announced | 
by R. P. Stacy, vice-president and gen- | 
eral manager of the utilities company. | 

The conditions under which the sale | 
was concluded are that the City Coun- | 
cil shall grant a new franchise to the | 
utilities company for the operation | 
of the Greenmont-South Morgantown | 
street car line and that this franchise 
be approved by the Public Service | 
Commission. Mr. Stacey states that | 


there is little doubt that a new fran- | 


chise will be granted, since a gentle- | 
men’s agreement has been entered into © 
before the negotiations were concluded. 
He declines to state the purchase price, 
further than to say “it was consider- 
ably higher than we anticipated and 
more than we felt we could afford to © 
pay.” 

The transfer includes the 17-acre | 
tract known as the Traction Park, the 
railway and the carhouse on the 
southern end of University Avenue. 
The transfer of the properties will 
not take place until Council has adopted 
a new franchise and it has been ap- 
proved by the Public Service Commis- 
sion. 

Mr. Stacy states that while the 
details of the operation of the line 
remained to be worked out, his present 
intention is to operate the south Mor- 
gantown line and the Sabraton line as 
one. 

The new franchise would lighten the 
present paving obligation. 


Directors of Narragansett 
Company Oppose Merger Deal 


No director of the Narragansett 
Electric Lighting Company, Providence, 
R. I., although each one is an owner 
of stock of the company in his own 
right, has seen fit to deposit his stock 
under the terms offered by the Rhode 
Island Public Service underwriters, ac- 
cording to a statement made by the 
N.E.L. board of directors in advising 
stockholders of the corporation not to 
deposit their stock under the merger 
offer. 

The directors declare that the stock 
has an intrinsic value greater than 
that offered and they emphasize the 
point that the offer contemplates a 
deposit of stock without assurance of 
the deal going through. They point 
out that Narragansett stockholders lose 
their rights as stockholders upon de-' 
posit of their stock whether or not the 
transaction is completed. 

The statement points out that al- 
though stockholders who deposit their 
stock under the plan give a control of 
their voting rights to the Service com- 
pany underwriters, the plan may be 
altered in any respect the underwriters 
desired except as to the price of $86 
and may be carried through only as to 
the Narragansett and not with regard 
to the United Electric Railways or may 
be abandoned, and the _ stackholders 
have no voice in what is done what- 
soever. Not even a definite date is 
fixed for the return of the stock to 
stockholders who deposit if the plan is — 
abandoned, it is said. 
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Good Showing by Boston Elevated 


At the close of the month of June 
and the eighth year of public trustee- 
ship of the Boston Elevated Railway, 
Boston, Mass., the system not only 
emerges virtually without a deficit, but 
makes a further payment of $22,304 to 
the cities and towns in the common- 
wealth that were placed under contri- 
bution by the Legislature to meet a 
deficit of $3,980,151 in 1919. 

In exact figures, the excess cost of 
service above receipts for the twelve 
months was $10,054, against $31,284 
for the twelve months ended June 30, 
1925. 

The remitting of a check by General 
Manager Edward Dana on July 23 to 
the state treasurer makes the total re- 
payments to the municipalities $1,674,- 
640 since the first one of $517,196 in 
July, 1922. The repayment at this time 
last year was $20,581, while the largest 
repayment was of $1,114,557 in 1923. 

Practically 70 per cent of the repay- 
ment goes to the city of Boston. The 
remainder is distributed among Cam- 
bridge, Somerville, Brookline, Medford, 
Malden, Everett, Watertown, Arlington, 
Chelsea, Newton and Belmont and to 
the commonwealth, which assumed the 
assessments of Quincy and Stoneham 
in 1919. 

The total number of revenue passen- 
gers carried during the year was 368,- 
932,079, almost 2,000,000 fewer than 
the preceding twelve months, but the 
total of passengers paying the full 10- 
cent fare was 303,148,232 in the year 
just ended, which was about 12,000,000 
more than in the previous year. The 
total revenue from fares during the 
year that closed the end of last June 
was $34,165,255, against $33,444,502 
during the year closing June 30, 1925. 

In giving out the figures showing the 
financial results of operation during 
June and also during the twelve months 
including June, General Manager Ed- 
ward Dana explained that but for an 


item of snow-fighting last winter of 
almost $500,000, the repayments to the 
cities and towns would have been very 
much increased. Last winter was ex- 
ceptional. During a normal winter the 
cost of snow removal is usually some- 
what less than $100,000. 

A graphic chart showing the alloca- 
tion of the cost of service was prepared 
by General Auditor J. H. Moran for the 
twelvemonth. It showed that the aver- 
age receipts from each revenue paying 
passenger were 9.511 cents. Almost 
exactly half of this, 4.753 cents, went 
for labor. The costs per _ passen- 
ger were divided thus: Labor, 4.753 


cents; interest on bonds and notes, 
0.687; rent of subways and tunnels, 
0.600; rent of leased roads, 0.838; coal, 
0.305; depreciation, 0.687; damages, 


6.206; material and other items, 0.924; 
taxes, 0.439. 
The largest item of expense in the 


Three Miles of Westchester 
Line Abandoned 


The Public Service Commission by 
order on Aug. 2 approved a declaration 
of abandonment by the Westchester 
Electric Railroad of that part of its 
line on the White Plains Road in the 
towns of Eastchester and Tuckahoe. 
The abandonment was occasioned by 
the fact that Main Street and Midland 
Avenue in Tuckahoe are to be paved, 
and due to the narrow streets and 
traffic congestion it was considered ad- 
visable to remove the tracks and sub- 
stitute bus service. The estimated cost 
of the paving to the railway was 
$8,000. 

The company also granted a certifi- 
cate to the Eastchester Transportation 
Company to operate a bus line in the 
territory which is now served by the 
railway. it will operate two 21-passen- 


CHANGES IN TH. 
Fiscal Year 1924-25 


July 1, 1924, $1,000,000 
que aia) acs $353, 245.79* Jan....... $269,649. 08} 
445, 820.47* Feb 118,183. 05+ 
Sia 207, 334.30* Mar...... 211,955. 71+ 
36,155.55* Apri)..... 130,636. 68+ 
15, 031. 47+ May . 139,081. 44+ 
Sakon a Sos 527 SUNe. oi. 25,792 ,94* 

Profit and loss credit............ $51,865.43 


BOSTON 


ELEVATED RESERVE FUND 
Fiscal] Year 1925-26 


July 1, 1925, $1,000,000 
July.. - $249, 477. UB ed I: ial pee $223,301.09 
Aug . 367,593.94* Feb.. . 185,989.63* 
Septicicnccs 176,763 .97* Mar.. . 161,772. 65T 
Oct . 117,703.96 April 77,031.69T 
Nov...... 45,265.00¢ May 57,010. 06+ 
Dee::......) 289;347/71 June... .\. 1, 662.18* 
Profit and loss credit..,......... $32,359.07 


* Excess of cost of service over revenue. 


cost of service was $11,777,399 for 
transportation expenses, which included 
wages of car service men. This was 
about $17,000 more than the previous 
twelvemonth. There was no increase 
in the basic wage during the last year, 
merely a small increase in the differen- 
tial paid to operators of one-man cars. 

The total cost of service for the 12- 
month period was $35,097,900, against 
total receipts of $35,087,845. There 
were certain profit and loss credits 
which came to $32,359 which enabled 
the repayment to the commonwealth 
and towns and left the pone fund 
of $1,000,000 intact. 


Surplus 


+ Excess of revenue over cost of service. 


ger buses on a fifteen-minute headway 
with a 10-cent fare and transfer 
privileges to the cars operated by the 
Westchester Electric Railroad and New 
York, Westchester & Connecticut Trac- 
tion Company over their lines. The 
new company is a subsidiary of the 
Third Avenue Railroad, which operates 
other bus lines. 

Before Commissioner Van Namee 
the company submitted figures cover- 
ing yearly operations of its various 
properties since 1921. The loss in 1925 
on the system was $136.017 and for 
the first three months in 1926 the loss 
was $30,924. 


Deficit 


Hundred Thousand Dollars 


Vinancial Story of Boston Elevated Railway Under Public Control Told in Graphical Form * 
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Suit to Foreclose Brought Against 
Massachusetts Road 


The American Trust Company, Bos- 
ton, Mass., has filed a bill in equity 
against the Milford & Uxbridge Street 
Railway, Milford, Mass., to foreclose a 
mortgage made by the Milford, Hollis- 
ton & Framingham Street Railway in 
January, 1898, to secure a bond issue 
of $180,000. The bill also asks for the 
appointment of a receiver to take over 
the property of the Milford & Uxbridge 
Railway. The Milford & Uxbridge com- 
pany was organized and took control 
of the Milford, Hollister & Framingham 
Street Railway on July 10, 1902. The 
bond issue referred to in the petition 
was payable on Jan. 1, 1923. 

Walter L. Adams, Milford, Mass., has 
since been appointed receiver for the 
Milford & Uxbridge company. He has 
been superintendent of road for many 
years. The appointment is the result of 
a bill in equity filed by the American 
Trust Company. 


Balance in Fort Wayne Higher 


For the year ended Dec. 31, 1925, the 
Indiana Service Corporation, Fort 
Wayne, Ind., reports a balance to sur- 
plus of $179,940, against $154,623 for 
the year 1924. Passengers carried on 
the company’s transportation lines 
totaled 25,648,155, compared with 25,- 
327,227 in 1924. Expenditures totaling 
$1,814,766 were made during the year 
for additional plant and _ property 
needed to meet the development of the 
company’s business. Approximately 6 


INCOME ACCOUNT OF THE INDIANA 
SERVICE CORPORATION 


1925 1924 
Operating revenue......... $3,855,888 $3,639,423 
Operating expenses........ 2,537,961 2,577,996 
Net operating revenue. $1,317,927 $1,061,427 
Other charges, including 
CAXOB. vk Rae Pes es 263,587 245,659 
Net operatingincome.... $1,054,339 $815,767 
Other incomeigiis., ns. 58 W584 a ee 
Totalineome.:. 3.0.0.5. $1,068,183 $815,767 
Interest on funded debt..... 719,799 661,145 
Netincome tie. J cesar $348,383 $154,622 
Dividends declared........ 168,443 0. ore ae 
Balance tosurplus....... $179,940 $154,622 


miles of new track was laid, bringing 
the total length of track operated up to 
242 miles. Fifteen new passenger cars 
were purchased, which gives the com- 
pany a total of 176. The company sold 
$1,229,110 of its preferred stock during 
the year under the customer-ownership 
plan. 


Seattle Passes Railway Budget 


Indicating possible net revenues of 
$9,914, for next year’s operation of the 
Seattle Municipal Railway the City 
Council has passed the railway budget, 
which had been reduced to $5,733,805, 
against estimated receipts of $5,752,725, 
leaving an estimated profit of $18,919. 
City Treasurer Terry ordered the addi- 
tion of $9.000 to meet assessments 
against railway property. : 

D. W. Henderson, superintendent of 
railway, said that while the reduction 
in budget was heavy, the department 
would be able to proceed without cur- 


tailing service. The total reduction 
was $884,600, brought about by drastic 
cuts in expenditures for operating and 
maintenance. The budget as it now 
stands does not make allowance for any 
increase in wages, although increases 
which would total $150,000 a year are 
being asked by trainmen, shopmen and 
track employees. The City Council 
took the stand that the budget must be 
kept within the estimated earnings for 
the coming year, even if it was neces- 
sary to curtail service. 


Commission Asked to Approve 
Kansas City Transfer 


Approval of the Public Service Com- 
mission for the formal transfer of the 
properties, franchises and other assets 
of the Kansas City Railways, now in the 
hands of receivers, to the Kansas City 
Public Service Company, is sought in 
an application filed on Aug. 6. 

Bennett C. Clark, attorney for Wil- 
liam G. Woolfolk, president of the Kan- 
sas City Public Service Company, filed 
the application. 

The commission has not yet set a 
date for hearing of the proposal. 


Securities for New Buses at 
Toledo Authorized 


The Community Traction Company, 
Toledo, Ohio, has been authorized by 
the Ohio Public Utilities Commission to 
issue notes for $99,952 to finance the 
purchase of new bus equipment for the 
Front Street line. No securities will be 
sold on the market. The buses are pur- 
chased under a lease-purchase plan. 
Twenty-four new buses are being pur- 
chased. Half are Mack chassis and half 
White chassis, both types fitted with 
Kuhlman bodies. 

The new vehicles will go into opera- 
tion within a few days to replace street 
cars. 


Preferred Stock Called for 
Redemption 


The first step in the proposed reor- 
ganization of the North American Light 
& Power Company, Chicago, IIl., in 
order to simplify its corporate struc- 
ture was announced on July 30 with the 
calling for redemption on Oct. 1 of all 
of the company’s $4,307,800 of 7 per 
cent cumulative preferred stock at $105 
and accrued dividends. 

Details of the proposed readjustment 
plan have since been revealed. This 
plan includes the issuance of $15,000,- 
000 of 30-year 53 per cent debentures, 
and a block of new preferred stock. In 
this connection the North American 
Company and the Middle West Utilities 
Company will acquire a large portion 
of the common stock of the North 
American Light & Power Company. 

Lines of the North American Light 
& Power Company’s subsidiaries, in- 
cluding the Illinois Power & Light 
Corporation, will be interconnected with 
power lines of subsidiaries of the 
Middle West Utilities Company, with 
the possibility of certain interconnec- 
tions with the North American Com- 
pany’s lines. 


First Report of Engineers Public 
Service Company | 


A balance of $2,528,971 available for | 
reserves and for 777,979 common shares | 
of stock was realized by the Engineers | 
Public Service Company, New York, for | 
the twelve-month period ended Feb. 28, | 
1926. This company recently acquired 
the Virginia Electric & Power Com- 
pany, the Key West Electric, Eastern | 


Texas Electric, El Paso Electric Com- § 


pany, and the Savannah Electric & § 
Power Company. 

The operations of the company’s sub- | 
sidiaries are supervised by Stone & | 


CONSOLIDATED INCOME STATEMENT OF 
THE ENGINEERS PUBLIC SERVICE COM- @ 
PANY AND SUBSIDIARY COMPANIES I 


(Twelve Months Ended Feb. 28, 1926.) | 
$23,108,937 


Gross eardlingsta.) . .1) fiji. ee eet 
Expenses: 
Operation ices wc esas $10,377,083 
Maintenance............ 2,186,596 
PE ARZOGS HMO ic ow sitters 1,734,455 


Total operating expenses 
andwaxeas. 2 Cede Sw ae ee tie 
Net, earnings 2... s ostacaehieires hoes 
Interest, amortization and : 
lease rentals 2,944,324 — 
$5,866,479 
1,293,254 


Balanced Mecsas a he er ee eee eee 
Dividends on preferred stock 
subsidiary companies............. 


Balence for reserves and 

COMMON Stock: ..:.).\s0miscee aeieed wenn lehe 
Deduct proportion of bal- 

ance applicable to com- 

mon stock of subsidiaries 

in hands of public. 14.4.2 2-.3cnees 


$4,573,225 


188,057 | 


Balance applicable to reserves 
and to Mngineers Public 
Service Company... i... 6.0.26 ese es 
Dividends on preferred stock i 
of Engineers Public | 
Service Company........-.....++- 1,856,197 
Balance available for reserves and for 
777,979 common shares of Engineers 


Public Service Company............ $2,528,971 


Webster, Inc., as executive manager. 
It is the policy of the company to have 
its subsidiaries maintain adequate re- 
serves for retirements and replacements 
and for other purposes. The combined 
reserves and surplus of the subsidiaries 
as of Feb. 28, 1926, amounted to 80 
per cent of the annual gross earnings 
and 16 per cent of the book value of the 
properties. These statements were 
made in the first annual report of the 
company, which contains a record of 
activities for a portion of 1926 as well 
as for the six months of 1925, during 
which the company was in operation. 

The accompanying income statement 
includes the operation of the five pre- 
viously mentioned subsidiaries com- 
bined with the Engineers Public Service 
Company on the basis of its ownership 
or control of common stock as of April 
12, 1926. It includes a full year’s divi- 
dend on the preferred stock of the Engi- 
neers Public Service Company used in 
the acquisition of these subsidiaries’ 
stocks, and also estimated operating 
expenses of the Engineers Public Serv- 
ice Company for a full twelve months. 


No Par Value Stock Plan. — The 
Ninth Avenue Railroad, New York, 
N. Y.. has filed a certificate in the office 
of the Secretary of State changing 
its capital stock from 8,000 shares $100 
par value to 8,000 shares of no par 
value. 


$14,298,134 By 
$8,810,803 


$4,385,168 


August 14, 1926 


ELECTRIC RAILWAY JOURNAL 


279 


Book Reviews 


The A.B.C. of the Electric Car 


By J. S. Dean, Westinghouse Technical 
Night School Press, 83 pages. Price 50 
cents, 


This is a neatly bound booklet set- 
ting forth in easily understandabie 
language the elementary facts of elec- 
tric railway operation. The text was 
first published as a series of articles in 
Aera, the official publication of the 
American Electric Railway Association, 
There appears to be real justification 
for the assertion of the publisher that 
the book contains just the information 
needed by many in the employ of elec- 
tric railways who are either directly or 
indirectly concerned with the operation 
or maintenance of the electric car, but 
who have not had the advantage of a 
technical education and do not under- 
stand the fundamental principles of 
the electric motor or its operation. 
Numerous simple illustrations and the 
use of a water analogy successfully ex- 
plain and make the subject clear. 


Facts and Figures of the Automobile 
Industry 

National Automobile Chamber of Com- 
merce, New York, N. Y. 96 pages. 

This annual review presents, in ready 
reference form, essential data on the 
development and present standing of 
motor transportation. Comparisons of 
production and registration between the 
United States and the rest of the world 
are shown graphically. Nearly five- 
sixths of the cars registered in the 
world are owned in the United States, 
end tables of this registration are given 
in detail. Much space is devoted to high- 
way and traffic conditions, with maps 
and diagrams to illustrate regulations 
to avoid congestion. Statistics show 
the growth of the use of motor trucks 
and buses by both the steam railroads 
and the electric railways to supplement 
their service. The booklet uses 22 
charts to make comparisons and analy- 
ses more striking, as well as numerous 
cartoons. Those interested in concise 
facts concerning the status of the 
automobile industry in 1925 will find 
information on every point from the 
raw material used in manufacturing to 
the licensing and registering of private 
motor cars. 


Effect of Surface Materials on Steel 
Welding Rods 

Prepared by the Research Bureau of the 
eee Steel & Wire Company, Bulletin 

A concise and accurate account of 
the manner in which steel welding rods 
are affected by materials adhering to 
their surfaces is given in this bulletin. 
The technical information contained 
therein on the subject of gas welding 
and metallic are welding is sufficiently 
complete to meet the needs of prac- 
tically any industrial welder and it 
is presented in a manner which is easy 
of comprehension. 

After making a thorough investiga- 
tion as to the effect of surface ma- 
terials, it is the contention of the 


Research Bureau that these substances, 
chiefly lime, iron oxide and copper, play 
a very important réle in determining 
the quality of both gas and electric 
filler rods. For gas rods a clean metal- 
lic surface seems essential, while for 
metallic are welding the presence of 
non-metallic materials on the surface 
is required. The statement is made that 
surface materials constitute the real 
difference between gas and electric 
filler rods. 

In publishing its series of bulletins 
cn fusion welding the Research Bureau 
of the Chicago Steel & Wire Company 
takes a broad general position with 
regard to the subject as a whole and 
no attempts to advertise the particular 
products of the company are made. 
Believing that the properties of weld- 
ing rods are a considerable mystery 
to those concerned with welding and 
that much interest is centered around 
this subject, the Research Bureau pub- 
lishes its findings as a contribution to 
the industry. It is undoubtedly true 
that lack of exact scientific knowledge 
regarding welding rods is probably 
holding back the expansion of welding 
in practically all cases of metal joinery. 
Booklet No. 2 deals in large part with 
figures and facts rather than theory. 


Bothering Business 

By H. A. Toulmin, Jr. B. C. Forbes Pub- 
lishing Company, New York, N. Y. 57 pages. 

Most men, according to Mr. Toulmin, 
who have had experience with the Fed- 
eral Trade Commission are convinced 
that that body should be done away 
with entirely and at once. He, however, 
does not recommend a course so drastic, 
but, after listing the alleged chief 
faults of the commission, suggests a 
procedure that would make that body 
effective. The five chief faults of the 
commission are: 

1. Giving widespread publicity to com- 
plaints before sufficient testimony has been 
taken. 

2. Persisting in activities that the courts 
have already held to be illegal, and in 
prosecuting concerns for doing things that 
the courts have held to be legal. 

3. Complicating the procedure unneces- 
sarily. 

4. Carrying on work that is properly the 
activity of some already existing govern- 
ment department. 

5. Prosecuting and hearing cases that 
should be handled by the courts. 


To do away with these evils, Mr. 
Toulmin advises that the commission 
cease making economic and statistical 
investigations, that it leave to other 
government departments and to the 
courts all cases that do not involve 
whole industries and broad principles 
of public welfare. In short, that it 
do only the work for which it was 
orginally intended. 

According to the author, conditions 
in the patent office do more to discourage 
invention than to help it. Such long 
delays are frequently met on applica- 
tion for a patent that a concern may 
starve to death while waiting to manu- 
facture some article that would have 
saved its life. On the other hand, pat- 
ents are at times granted without suf- 


ficient investigation having been made 
so that a manufacturer may find he is 
violating the rights of a previous 
holder of a patent after he has made 
a considerable expenditure of time and 
expense. To combat these conditions 
Mr. Toulmin would, in the first place, 
have Congress appropriate considerably 
more money for the patent office, to 
give it better quarters, increase the 
number of employees and increase their 
salaries; then the methods within the 
department should be improved and 
simplified so that engineers and lawyers 
could use the files for investigation 
and study, and thereby guard against. 
duplication. 


Can We Compete Abroad? 

_ By C. C. Martin. National Foreign Trade: 
Council. New York, N. Y. 155 pages. 

Actual experience and practice are 
narrated in this book, which answers 
the title question by quoting the opin- 
ions of the traders of other countries. 
It does not attempt to discuss the tech- 
nical or economic problems of foreign 
trade. The stories and comments are 
taken from foreign consular reports 


and foreign trade journals, from 
speeches, interviews, confidential re- 
ports and the debates of foreign 


parliaments. They indicate that the 
American trader makes a greater effort 
to study the conditions and require- 
ments of the country in which he 
wishes to sell his goods than do his 
competitors. 

Analyses made of trade reports 
indicate fuller co-operation between the 
manufacturing plant and the American 
salesman, so that where speed in filling 
an order is a determining factor he 
has an advantage. Just as advertising 
is carried on much more extensively 
and elaborately in the United States 
than in any other country, the Ameri- 
can manufacturer has advertised his 
goods more widely in foreign countries 
than others; he makes a greater effort 
to create a demand. Not so many years 
ago the American manufacturer be- 
lieved that it would be impossible for 
him to compete with the lower wages 
and cost of production abroad, but now 
American products are known through- 
out the world, American business 
methods are approved and adopted on 
every hand and American capital is 
invested in every country. 

In conelusion, Mr. Martin says: 
“Though we wish and shall have our 
fair share of world trade, we do not 
wish a share that will deprive others of 
what they need and should have. Our 
trade flourishes as much by selling to. 
countries which are our competitors as 
by selling those who do not compete 
with us; England is our chief competi- 
tor and our largest overseas customer. 
These countries need foreign trade as 
much as we. A monopoly of world 
trade for us would be an unmixed 
disaster.” 

Mr. Martin is well known as a writer 
and speaker on foreign trade. He has 
been actively engaged in business in 
every country of western Europe and 
has traveled extensively in Latin Amer- 
ica and elsewhere. He has contributed 
widely in United States and Europe to 
economic and financial publications, and 
his book on “Packing for Export’ is; 
a standard work on the subject. 
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Personal Items 


G. D. Nicoll, General 
Superintendent Ohio Interurban 


G. D. Nicoll, recently appointed gen- 
eral superintendent of the Indiana, 
Columbus & Eastern Traction Com- 
pany, with headquarters in Springfield, 
Ohio, has been engaged in electric 
transportation work since his school- 
days were completed. Since his latest 
traction advancement, he has also been 
named general superintendent of the 
Dayton & Columbus Transportation 
Company, the bus subsidiary of the 
railway. 

Mr. Nicoll was born in Iowa and 
spent his early boyhood in that state. 
After leaving school, he entered the 
transportation field in a minor capacity 
in Illinois. He was quick to seize op- 
portunity and his progress was rapid. 
He engaged in railway work in New 
York, Indiana and Pennsylvania suc- 


E d 


© Redmon 


G. D. Nicoll 


cessively and entered similar work in 
Ohio for the first time in 1911, when 
he was appointed superintendent at 
Zanesville of the former Ohio Electric 
Railway. Six years later he was trans- 
ferred by the company to Dayton. 
There he served as superintendent until 
1918, when he removed to Springfield 
to become assistant chief engineer. A 
few years later the Ohio Electric Rail- 
way system was dissolved, but Mr. 
Nicoll remained with the Indiana, 
Columbus & Eastern Company as as- 
sistant chief engineer, the latter having 
been a part of the Ohio Electric system. 

He was promoted to chief engineer 
by the company in 1922 and retained 
this post until he was named general 
superintendent of the company on July 1 
of the present year. 


Brooklyn Official Advanced 


James C, Hunter, who was acting di- 
vision superintendent at the East New 
York depot of the Brooklyn-Manhattan 
Transit Company, Brooklyn, N. Y., 
since last December, has been appointed 
division superintendent in charge of 
that depot by William Siebert, superin- 
tendent of surface transportation. He 


succeeds the late Charles V. Hogberg. 
Mr. Hunter was appointed a conductor 
on Feb. 21, 1905, at the Canarsie depot. 
Three years later he was transferred to 
night transfer clerk, but after five 
months returned to his run as a conduc- 
tor. A short time later he was ap- 
pointed extra inspector and from that 
time advanced steadily through the va- 
rious grades in the operating depart- 
ment to his present one. Before going 
to East New York during the absence 
of Mr. Hogberg because of illness, Mr. 
Hunter was supervisor of revenue 
inspectors for five years. He is 42 
years old. 


F, L. Blanchard Heads Utilities 
Advertising Association 


Frank Leroy Blanchard is the new 
president of the Public Utilities Adver- 
tising Association. He is often spoken 
of as “the dean” of American advertis- 
ing, owing to his long service and ex- 
perience in this field. After graduating 
from Bates College, Mr. Blanchard re- 
ceived his first assignment as a reporter 
on the New York Tribune. He soon 
progressed to the city editor’s desk 
on the New York Morning Telegraph, 
and then for two years was assistant 
editor of the Evening Telegram. The 
Evening World then received the benefit 
of his abilities, and for three years he 
remained on the editorial staff of this 
newspaper, nearly a world’s endurance 
record, as reporters’ jobs went in those 
days. 

It was after his connection with the 
World that Mr. Bianchard launched the 
Editor and Publisher for J. B. Shale, 
then president of the Publishers’ Press 
Association. Mr. Blanchard was its 
first editor, a position he held until the 
advertising field attracted his attention. 

Mr. Blanchard’s entrance into adver- 
tising was through the Hampton and 
Seaman agencies. He early became a 
student of advertising as well as a 


practical advertising man and_ his 
thoughtful articles in advertising 
periodicals attracted wide attention 


among business men. He soon accepted 
an offer to become managing editor of 
Printers’ Ink. 

Probably Mr. Blanchard’s greatest 
single contribution to the cause of ad- 
vertising was his inauguration, in 1904, 
of the first oral course in advertising to 
be established anywhere in the world. 
This course was held, and continues to 
be held, at the Twenty-third Street 
Y.M.C. A. For twenty years Mr. Blan- 
chard actively directed its destinies. 

Mr. Blanchard’s standing in the 
advertising field brought him to the 
attention of Henry L. Doherty, who in- 
vited him to enter the Doherty organ- 
ization in 1922 as director of public 
relations for the utility and oil proper- 
ties of the Cities Service Company. At 
that time, too, he became one of the 
charter members of the Public Utili- 
ties Advertising Association. 


Since his connection with Mr. 


Doherty, Mr. Blanchard has been active | 
in all branches of public utility adver- | 
tising work. He is a member of the | 
Advertising Commission of the Inter- 9 
national Advertising Association, chair- | 


man of the publicity and advertising 


section of the American Gas Associa- | 
tion, and is a member of similar com- 
mittees in the American Electric Rail- § 
way Association, the National Electric | 
Light Association, and the Society for § 


Electrical Development. 


G. W. Kalweit, Milwaukee 
Auditor, with Holding Company 


George W. Kalweit has resigned as 
general auditor of the Milwaukee Elec- 
tric Railway & Light Company, Mil- 
waukee, Wis., to join forces with W. N. 
Albertson as vice-president and treas- 
urer of the newly organized Central 
West Public Service Company. He is 


especially well fitted to perform the § 


duties required in his new work by his 
long and broad experience in the field 
of accounting, to which end of the busi- 
ness practically his entire business 
career has been devoted. 

Mr. Kalweit was born in Germany in 


G. W. Kalweit 


1880 and came to the United States 
with his parents as an immigrant at 
the age of six years, settling in Mil- 
waukee. Upon completion of his educa- 
tion in the schools of Milwaukee his 
first position was that of office boy with 
the Milwaukee Electric Railway & 
Light Company, the service of which 
he entered Jan. 31, 1898. By January, 
1904, he had worked his way up to the 
title of assistant bookkeeper. On March 
26, 1906, he was advanced to the post of 
acting auditor and then to auditor on 
Jan. 1, 1907. He continued as auditor 
until March 1, 1916, when he was ap- 
pointed general auditor of the Mil- 
waukee Electric Railway & Light Com- 
pany, which office he filled until he re- 
signed to take over his new duties 
with the Milwaukee holding company. 

In addition to his other duties, Mr. 
Kalweit figured prominently in the or- 
ganization of the Employees’ Mutual 
Benefit Association of the Milwaukee 
Electric Railway & Light Company, 
formed in 1912 for the purpose of ami- 
cably adjusting differences which arose 
from time to time between company 
and employee. He was director and 
general auditor of this association until 
1921. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Brake Shoe Does Well During 
First Six Months 


American Brake Shoe & Foundry 
Company has enjoyed a half year of 
considerable prosperity, according to 
the Wall Street Journal. There seem 
to be good possibilities that the net for 
» the year will considerably surpass the 
$13.57 share earned on the 156,093 com- 
mon shares of the company stock in 
1925. The paper goes on to state: 

Brake Shoe has a consistent and excel- 
lent earning record. In 1923 the net per 
common share was $13.35, in 1924 it was 
$11.36 and the average for the past three 
years is $12.79. 

In view of this steady earning power if 
1926 earnings come up to present indica- 
tions it is likely the directors will declare 
something special in the way of dividends 
at the December meeting. The company 
could easily pay a 50 per cent stock divi- 
dend and maintain the present rate of $6 
on the new stock. The 156,093 common 
shares are carried at $7,880,650, or $50 a 
share, and the surplus at the close of last 
year stood at $8,119,314. However, the 
question of dividends has not yet been con- 
sidered by the board and any suggestions 
at present as to the December possibilities 


must be somewhat in the nature of con- 
jecture. 


Standardization Movement Shows 
Healthy Growth 


Representative trends toward stand- 
ardization of industrial products have 
been considerably extended during the 
past year and savings from standard- 
ization work are constantly growing in 
magnitude, according to the Year Book 
of the American Engineering Stand- 
ards Committee, just issued. More than 
200 definite standardization projects 
are in process or completed under the 
auspices of the A.E.S.C., and 365 na- 
tional trade associations, technical 
societies and government bureaus are 
co-operating in the work. 

The standardization of drafting room 
practice and of methods of graphically 
presenting facts are two projects of 
interest which will be undertaken by a 
committee of experts that will shortly 
be organized. Much work has been 
done during the past year in establish- 
ing a comprehensive system of limit 


gaging, which, if generally adopted, 
ean produce savings for American in- 
dustry approaching a billion dollars a 
year, it was stated. 


U. S. Steel Tells About Its 
Personnel Work 


A comprehensive picture of the work 
which has been done by the United 
States Steel Corporation in furthering 


the welfare of its employees is given in 
a profusely illustrated booklet just is- 
sued to commemorate the 25th anni- 
versary of the founding of the corpora- 
tion. 

All manner of subjects relating 
to employee problems are pictured and 
many ideas may be obtained, in looking 
over this book, for personnel work in 
other types of industry. A few pages 
of historical information is given on the 
astonishing progress which has been 
made by the United States Steel Corpo- 
ration since its inception, and there is 
also included a letter from James J. 
Davis, Secretary of the Department of 
Labor, complimenting Judge E. H. Gary 
upon the excellent records which have 
been made in the matter of accident 
prevention and safety work in the in- 
tensive campaign carried on by the 
company. 


Comprehensive Tests Being Given Two-Car Trains in Twin Cities 


Interior of the New Twin City Car, Showing Type of Lighting Fixtures Used 


As was briefly stated in the issue of 
ELECTRIC RAILWAY JOURNAL for Aug. 7, 
the streets of Minneapolis and St. 
Paul, Minn., are being used as labora- 
tories for the testing of a two-car train 
unit recently constructed by the Twin 
City Rapid Transit Company. It is 
desired by the company to know how 
effectively the double unit may be em- 
ployed in handling the peculiar rush- 


hour traffic problems which are en- 
countered in the communities which it 
serves. 

A number of unusual features are 
embodied in the construction of the 
trial cars. The lighting fixtures shown 
in the accompanying interior view pro- 
vide an exceptionally good illumination 
and the extra window space also adds 
to the brightness of the cars. 


Two-Car Train Now 


Being Operated by the Twin City Company to Determine Its Feasibility for Permanent Adoption 
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Bus Business Normal, Mack 
Official Declares 


Bus production, delivery and demand 
are equal to last year, indicating that 
the business has become stabilized and 
settled down to a normal basis, accord- 
ing to Roy A. Hauer, manager of the 
general bus department, Mack Trucks, 
Inc., New York City. This assertion 
was based on business statistics com- 
piled in the several divisions of the 
Mack organization. Mr. Hauer declared 
that the Mack company has added 
nineteen traction companies and sixteen 
railroads to its business list since last 
year, indicating that traction and steam 
railroad companies are realizing more 
fully today than ever before the eco- 
nomic status of the bus in transporta- 
tion systems, not only as an auxiliary 
service, but for complete co-ordination 
with fixed lines of transit. 


Rolling Stock 


Indiana Service Corporation, Fort 
Wayne, Ind., recently received five in- 
terurban motor passenger cars and two 
combination buffet and parlor cars, also 
for interurban service, from the St. 
Louis Car Company, St. Louis, Mo. The 
order for these units was placed in 
September, 1925. The seating capacity 
of the straight passenger cars is 50, 
while the parlor-buffet will accommo- 
date 29 passengers. 

Specifications on the passenger cars 
are given herewith: 


Weight: 
Cer body 59,000 Ib. 
Trucks aie .. 27,000 Ib. 
Equipment 14,000 lb. 
Totale hier oy aes sn wie kes alee 100 000 Ib 
Bolstexcemtens) usitei nes sccsrs,0 5.0 38 ft. 6 in 
EENethcover alee ia as cgepersieterese sal 61 ft. 6 in 
Truck: wheelbaseé soycg.sis sees heft. 0 an. 
Width ower al Se ice ect eget sons Cpe ae Co Uae 
Height, rail to trolley base....12 ft. 10 in. 
BRO seers Meee apes Saar Sea ee ee ay wera All steel 
Interior trim....... Steel, mahogany finish 
Bs icveVe hoon a= ame papers rien a Rik. coma AoE Per Agasote 
FROOL. arc tagch vans never foes en aie ya ier daentterwcexeserete Arch 
Air? prakes ii nv aes sage sur sla Westinghouse 
Armature bearings............ Sleeve type 
Axles..... Standard Steel Co.. heat treated 
Bumpers........ 12-in. channel with Hedley 
anti-climbers 
Car SlenalVSyStem. se asie «10a. Consolidated 
Car trimmings ..... oe Sah ie ra St. Louis Car 


Center and side bearings... .Stucki-Roller 
side and Baldwin center 
COMPKESSOTBS:. ... ies Sone ae = General Electric 
Conduits and junction boxes. .Crouse-Hinds 
Control kg wt ee Westinghouse HL 
GOUDIORS: cui tertcie oss leer aioe Tomlinson No. 13 
iy? fixtures” oes 2S5.. 56 Railway Supply & 
: Curtain Co. 
Curtain material 


RAgtak vies seisatiai-s eaten aie Pantasote 
DeEStinatiOni Stes. hs cies two oes law Hunter 
I kore ko Coy Iie Mpc sis PL saeat ay en Gan, ees Steel pilots 
Finish. .Pratt & Lambert Vitralite enamel 


Gears and pinions. Nuttall, grade B, helical 
Heater equipment..Peter Smith hot water 
No, QC2 and Railway Utility electric 


Wieadiewits: am Aiea Beas Gees es Golden Glow 
Journal bearings ......... Standard M-C-B 
A OUTHE. VOKESE iis fabs oie '« yevenere Symington 
Lightning arresters ........ Westinghouse, 

condenser type 
Motors...... Four Westinghouse 333 VV6, 


inside hung 


Sanders: <5 Sutveante sea Knight pneumatic 
Sash: SRTULES iv eed atte: Sore O. M. Edwards 
DeOAts Aiea ae che eee St. Louis Car Co. 


Seating material....Mohair, striped plush 


and leather 


SpPrimgssiv sa eee oe Standard Steel Works 
Step treads: dg eae sees ie Feralun 
Trolley retrieyers.....:...... No. 5 Knutson 
Trolley ‘OAS sas Gyo ee boars ee U. S. Noy 13 


Trucks....Baldwin 54-in. x 10- in. journals 
Ventilators. vic Regs peony Railway Utility 
Wheels n.cuxsnconuaene Standard Steel 37 in. 
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Special devices, etc.1.5 kw. motor-generator 
set with 200 amp.-hr. battery for 

32-volt lighting system 

Energy-saving device..... Economy meters 


Data on the parlor-buffet cars is also 
appended: 


Weight: 
Car body 
Trucks 
Equipment 
Total 

Bolster centers, length.......... 

Length over all 

Truck wheelbase 

Width over all 

Height, rail to trolley base 

Body 

Interior trim 

Headlining 


AS Xe%e) Rees 4.5 7 Paee Rene erure aan tears Necycy AL 

Ad SD LAIIOS Mares cis erase wcaneheserens Westinghouse 
Armature? DEaTIngSs .. 5. ewe Sleeve type 
Axles..... Standard Steel Co., heat treated 
Bumpers jr... 12-in. channel with Hedley 


anti-climbers 

Car slenalssyiStem 7. ss: stsic ete . .Consolidated 
Car CEDARS ee si oF son tues selerets St. Louis Car 
Center and side bearings..... Stucki-Roller, 
side and Baldwin, center 


GOMPLreSSOVS ees oes io General Electric 
Conduits and junction boxes. .Crouse-Hinds 
Controls coaremere-s oie a aGncsiors Westinghouse HI. 
Couplers’ pret seca e Tomlinson No. 13 
Curtain fixtures......->. ~. Railway Supply & 

Curtain Co. 
Curtain material... 2... se secs s Pantasote 
Finish....Pratt & Lambert vitralite enamel 
Gears and -PIMIONS 2.2%. 6. wee oiarese = Helical 
Rete Aledo as,: Seeerenne aioe Otero ce oiG None 


Heater equipment...... No. 5-H Arcola hot 
water and Railway Utility electric 


Pea ClLishes ier eseiene ehecepeot ater Golden Glow 
Journal bearings ........ Standard M-C-B 
JOUMNAL-~ PORESHS. < ic. sais Fc ns ete Symington 
Lightning arresters ........ Westinghouse, 

condenser type 
MOtorssse seer Two Westinghouse 333 VV6, 


inside hung 


Sander sitesi pepe ke anete seis Knight pneumatic 
Sashvtix tume sere. Oc cnepers cand ote O. M. Edwards 
OATS | ihr eeneeteds ihe ates sees Club chairs 


Seating material.Spanish crush gray leather 


SpYVines ses ee Standard Steel Works 
Step treadsue suc. sieges icc eacueeeieeeee Feralun 
Trolley retrievers........... No. 5 Knutson 
Drolleypaseune.. veminecs seen U. S. No. 13 
PETG OKSti5 calears Baldwin 54-in. x 10-in. journal 
Wen»ntilatonsiatsann.. cy. ccea saves Railway Utility 
WVIDIG CIS egress =, sous Standard Steel 37 in. 


Special devices, etc.1.5 kw. motor-generator 
set with 200 amp.-hr, battery for 

32-volt lighting system 

Eenergy-saving device....Economy meters 


Iowa Public Utilities Company, Cen- 
terville, Iowa; operating the Ottumwa 
Street Railway, Ottumwa, Iowa, has 
purchased three 25-passenger Mack 
city type buses, to replace street cars 
cperating in that community. 


Washington, Baltimore & Annapolis 
Electric Railroad, Baltimore, Md., has 
ordered ten two-section articulated 
motor trains of the de luxe type. These 
will be operated on the route between 
Baltimore and Washington. The order 
has been placed with the J. G. Brill 


Metal, Coal and Material Prices 


Metals—New York Aug. 10, 1926 
Genter electrolytic, cents ae bay SACD ANA 14.45 
Pas pie Actives ah aislackcseta Sue RODS 
CONTA POR ID: | weswenssc25 Bccauaee 8.925 
re Conte Perl. on... 5 eek cic ees 7.65 
Tin Straits, 6 cents perlb............ 65.875 


Bituminous Ccal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, gross tons............0ceeeeees $5.075 
Somerset mine run, Boston, net tons... 1.875 
Pittsburgh mine run, Pittsburgh, net tons Pi 
Franklin, Ill., screenings, Chicago, nettons 1.825 
Central, Ill., screenings, Chicago, net tons. . 1,50 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered eines N. Y., No. 14, per 

O00 TU ak ares wwaedtane tote ans oeenie $6.25 
Weatherproof wire base, N. Y.,centsperlb 18.00 
Cement, Chicago net prices, without bags 2.10 
a ‘oil (5-b if lots), N. Y., cents perlb. 12:3 


ek aes oil (100-1b. keg), N. Y., cents 
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Company. The Maryland Public Seryv— 
ice Commission has approved an appli- — 
cation made by the company to enter — 
into the contract for the new equip- _ 
ment, which is to cost about $400,000. 

Authority also has been granted by th 
commission for the railroad to issue 12! 
lease warrants with a total face value: 
of $468,900. 


Butte Electric Railway, Butte, Mont. 
has ordered a street car type Fageo 
bus, equipped with air brakes, for cit 
operation. : 


Union Traction Company of Indiana, 
Anderson, Ind., has filed a _ petition 
through its receivers for authority 
buy 20 freight cars at a cost of $3,00 
each. Authority to proceed with th 
purchase was given by the court. A re 
port on freight traffic showed that re- 
ceipts from that source in 1925 were 
$681,288, and in the first four months 
of 1926 the freight traffic income was 
$207,161. It was stated that the Union 
Traction Company could increase it 
freight receipts if it had more cars. 
The terms of purchase on the freigh 
cars, which will be of the standardized — 
design adopted some time ago by the 
Central Electric Railway Mastei 
Mechanics’ Association, are one-third 
payment on delivery and the balance in 
monthly installments. 


Scranton Railway, Scranton, Pa., will 
spend approximately $250,000 for the 
purchase of twelve new cars and the 
rebuilding of ten others. Each new 
car will cost $17,000 and the improve- 
ments to the old cars will amount to 
about $45,000.. The new equipment, 
which will be ready by December, will 
make it possible to operate one-man 
cars on all urban routes. 


Trade Notes 


American Brown Boveri Corporation, — 
New York, N. Y., has opened a district. 
sales office in Philadelphia, Pa., at 922 — 
Witherspoon Building. Louis Peck 
will be in charge of this office. ; 


Graybar Electric Company, Inc., New 
York, N. Y., announces the consolida-— 
tion of its three New York City offices,. 
to be located in the largest office build-. — 
ing above ground in the world. The ~ 
structure will be known as the Graybar~ — 
Building and is being erected at Lex- 
ington Avenue and 43d Street. The» 
fifteenth floor will be devoted almost 
exclusively to private offices for execu- 
tives of the company. 


State Law Reporting Company, 233: 
Broadway, New York City, has twenty 
field offices, from each of which short- 
hand reporters are sent out to cover 
hearings of: the Interstate Commerce 
Commission. It furnishes the only official 
report of the commission proceedings 
under terms fixed by the commission. — 
The official minutes of the present bus 
investigation, therefore, are available. 
to those who wish to secure them. These 
hearings, to which reference has been 
made before in the ELEcTRIC RAILWAY 
JOURNAL, are scheduled to take place at 
thirteen ‘different points in the United 
States, with the concluding hearing at~ 
Washington, D. C., on Sept. 29. 


